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Reo Trucks and Speedwagons range from |!/2 to 4 
tons. Prices $625 to $2800, chassis, F.O.B. Lansing. 
Matched bodies to suit every purpose. New Trac- 
‘or-trailer units—1!/. to 4-ton tractors with matched 


emi-trailers; gross capacities, 16,000-35,000 lbs.; 
$1575 upward, chassis, F.O.B. Lansing. 
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Since 1927 "Reo Gold Crown Engine’ has 
stood for the ultimate in truck performance. 
Manufacturers and operators alike have 
pointed to it as the standard of power, 
speed, stamina and enduring value. The 
fact that Reo now offers this super-powered 
1'/2 ton Speedwagon—at no increase in 
price for the 6-cylinder unit—will go dowr 


as one of the great value-building achieve- 


ments of the decade. 








Reo I!/ ton Speedwagon, 4-cyl., 
chassis, F.O.B. Lansing 


Reo |!/> ton Speedwagon, 6-cyl. 
Gold Crown Engine, chassis, F.O.B. Lansing 


Pieree-Arrow Truck 
Price Reductions 





coang en eC ee 


#650 « 11600 


- lewer price per truck 





EDUCTIONS in the list price of Pierce- 
Arrow trucks, ranging from $650 to $1600 


























per truck, call for an explanation. The expla- 





nation is that Pierce-Arrow trucks are now to 


be merchandised on the same basis of small 
Former New Reduc- 














profits to factory and to dealer which enabled - MODEL List List tion 
Studebaker trucks to show an increase of 127% _ WT 298 —150" $2900 $2100 $ 800 
in registrations last year when the industry as re ee ven ex: 
7 ia 12T 361 —150" 2950 2200750 
a whole decreased 23%. 15 T 361 —180”" 3100 2300 800 
; 24 T 361-T—150’ 3200 2400 800 
Dealer discounts have been reduced as well 13S 385 —160" 3150 2500 650 
as list prices. The discounts formerly in effect 18 W 361 —150” 4100° 3000 1100 
were 40% higher than those which now apply 21 W 361 —150" 4200 3100 1100 
on Pierce-Arrow trucks. ae ete band 5600 00 

21 R 428 —150’ 4600 3700 900 

It has been the custom of the industry to socbositen ste ath acd aay 950 
1 ON AORN ical, 35 R 428-T—150" 4800 38001000 
sell the finest heavy-duty trucks at artificially 4X 501 —160" 5400 4200 1200 
inflated list prices which would permit large .28Y 479 —160’ 5850 4400 1450 
discounts to dealers, large discounts to fleet 28X 501 —160’ 6000 4600 1400 
buyers, over-allowances on used trucks and _ 45 X 501-T—160" 6200 4800 1400 
big profits on small volume. Pierce-Arrow has eee eee sett 
ieee eons 28M61l —160" 6900 5400——s«1500 
come to the conclusion that the day for such 15 M 779-T—190" ~ 9000 6400 1600 


- ae 


horse-trading tactics in the sale of transporta- re 





Ae eapeene me, eme 


_ The first two digits in the above symbols designate 
the maximum gross weight of the truck in thou- 
ties.’ The three digits which follow the letter tell 
the displacement of the engine in cubic inches. 
Thus, 13 S 385 is rated at 13,000 M.G.W.; the “S” 
tells that it is the new eight-cylinder truck with a 
Pierce-Arrow engine of 385 cubic inches displace- 
ment. The letter ‘‘T’’ at the end of the symbol 
_ designates a tractor. 


tion has passed. It is believed that the same 
value-giving policies, the same placing of all 
cards face up on the table which made a suc- 
cess of Studebaker trucks will be equally effec- 
tive in the heavy-duty field. 


These new low prices apply to Pierce-Arrow’s 
new trucks for 1932 designed to fit the truck to 
the job rather than the job to the truck. 





Chrome nickel steel frames, air brakes, and 
super-powered dual ignition engines with 
chrome nickel iron blocks are typical Pierce- ->PIERCE-ARROW-- 
Arrow features. In every chassis part there is 
Pierce-Arrow quality and extra strength for Buffalo, New York 
extra long life. 
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On the Job with 
the New Ford 
Truck 





BSOLUTELY NEW! .. . Designed and cali- 
brated exclusively for the new Ford Truck 
Motor... Developed, tested and proved ON THE 
TRUCK before Ford engineering eyes . . . Men, 
this latest Handy Governor is a real honey... 
New anti-friction, needle-type roller bearings . . . 
New tamper-proof sealing cover . . . Seals that 
protect the BACK as well as the front . . . More 
keenly sensitive than ever before . . . More weirdly 
accurate in its Automatic Control of speed .. . 
All this means BETTER PROTECSION for this splendid 
new Ford . . . Longer trouble-free life for motor, 
chassis, tires and brakes . . . Greater gasoline 
economy .. . Less risk of major accidents .. . 
Therefore, more PROFITS for your customers . . . 
More BUSINESS for you . . . Recommend this new 
Handy Governor . . . It will deliver the same faith- 
ful performance that has made Handy the stand- 
ard of the whole truck industry . . . List price 
remains $17.50. 


HANDY 
CORP 


3929 W. FORT ST. 


VERNOR 
ATION 


DETROIT, MICH. 


GO 
OR 
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4? nails 


and the tire didn’t go flat! 


OW can a tire pick up forty-two 
nails, screws, etc., travel 15,000 
miles, and never lose a pound of air? 
Ask Mr. J. A. Sanford, Manager of 
The Ohio Match Company, Spokane, 
Washington. In his opinion every one 
of the 42 “penetrators” pictured above 
would have meant a “flat” if the tire 
from which they were removed hadn’t 
been equipped with Goodrich Air Con- 


tainers. 


“, .. the tire was still giving service 


without loss of air pressure,” he writes, 
“when your salesman called on us and, 
in company with our garage mechanic, 
noticed several of these nails in the cas- 
ing. Your salesman suggested that the 
nails be extracted. The tires and Air Con- 
tainers had already run 15,000 miles!” 


"THE OHIO MATCH COMPANY has found the 
unbeatable combination — Goodrich Tires 


and Goodrich Air Containers. 


“Our trucks deliver block wood in 
alleys and unimproved streets. Without 
the protection of Goodrich Air Con- 
tainers we would have many flat tires.” 
Goodrich Air Containers have en- 
abled hundreds of truck operators, in 
every line of business, to cut costs—in- 
crease trucking efficiency. Get the facts 
about them from your nearest Good- 
rich Distributor now. Phone him. Look 
under “Tires” in the classified direc- 
tory. 
The B. F. Goodrich Rubber Co., Est. 
1870, Akron, Ohio. Pacific Goodrich 
Rubber Co., Los Angeles, Calif. In 
Canada: Canadian Goodrich Co., Ltd., 
Kitchener, Ont. The International 
B. F. Goodrich Corporation (Export). 


ee 








Air Containers add 
9 vital points 


to truck-tire performance 


HEY seal punctures on running 

wheels . . . Add 25%-35% more 
tire mileage . . . Maintain air pressure 
. . . Reduce tire care . . . Reduce blow- 
out hazards . . . Outlast the tire — 
often several . . . Strengthen the tire 
- - « Reduce road shock — give in- 
creased cushion... 


In above illustration (A) shows 
cross section uninflated. (B) inflated. 
The patented cord insert is the secret 
of the Air Containers’ ability to seal 
punctures permanently. 





Goodrich Air Containers 


Another B. F. Goodrich Product 


Copyright, 1932, The B. F. Goodrich Rubber Co. 
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Footwear . 


ae 


32,000 rubber articles . Goodrich Silvertowns . Zippers . Rubber 
Drug Sundries 
Packing . Molded Goods. 


- Soles . Heels . Hose . Belting . 
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eer ago a satirist by 
the name of Aesop wrote a fable 
about a somewhat foolish country- 
man who had a goose that was 
prone to lays eggs of solid gold 
and who killed this same goose in 
a futile attempt to discover the 
mechanism that caused this seem- 
ing impossibility to become a highly 
remunerative reality. 

Today we have an exhibition in 
this country of groups of men who 
apparently are doing their best to 
repeat the experiment of the an- 
cient rustic. This time the truck- 
ing industry represents the goose, 
while the persons playing the role 
of the bucolic experimenter are 
gentlemen occupying seats in our 
halls of legislation, both state and 
national, 

Today the motor industry repre- 
sents one of the largest sources of 
revenue for government. To be 
explicit, operators of motor vehicles 
pay nearly 10 per cent of all taxes. 
In 1931 they contributed $1,022,- 
000,000, an amount equal to a quar- 
ter of the total expenditures of 
the Federal Government. Of this 
amount the trucking business con- 
tributed a large share. 

Yet state legislatures and con- 
gress seem determined to do all in 
their power to kill this golden-egg- 
laying goose by attempts to pile on 
still more taxes and to so harass 
the business by impractical regula- 
tions that it cannot operate success- 
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PRESIDENT 
and 
GENERAL MANAGER 
General Motors Truck Co. 





Makers and Users of Trucks 
Must Stick Together to De- 
feat Legislative Attempts to 
Sandbag Our Business With 
Unreasonable Regulation and 
High Federal and State Taxes 


fully. Perhaps, however, this goose 
won’t remain so complacent as did 
the goose that laid golden eggs for 
Aesop’s fabled gentleman. 

The automotive industry has too 
much at stake to permit itself to 
be the victim of short-sighted legis- 
lation such as has been piling up. 
Perhaps the industry has been too 
complacent in the past, giving legis- 
latures the impression that if more 
money is wanted the automotive 
pastures are easy picking. The 
automotive industry has endeavored 
to be fair; it has been willing to do 
its share, and it has done its share. 
But when legislation approaches 
the point of confiscation it is time 
to make a united stand and a firm 
stand. Particularly so in the case 
of commercial vehicles. 

The commercial vehicle industry 
is confronted with two menacing 
situations: 

1. A plethora of conflicting legis- 
lation aimed at regulation of 
commercial vehicles. 

2. Increased taxation on opera- 
tors both Federal and state. 

Varying state regulations that 
are growing more and more com- 
plicated every year are tending to 
erect border barriers that are 
inimical to the interstate operator. 
Equipment valued at millions of 
dollars may be rendered obsolete 
just at the whim of a state legis- 
lature. We have the example of a 
TURN TO PAGE 44, PLEASE 
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| T is quite true that when motor truck 
service first began, the fixing of rates 
was largely a matter of guesswork. 
If a man guessed high enough, he 
made money, and if he did not, he 
went out of business. Undoubtedly, 
the motor operators throughout the 
United States will show a large num- 
ber of failures in the early days of 
intercity trucking. This is particu- 
larly true of the early days when 
pneumatic tires were not used and 
before the roads had reached their 
present state of improvement. The 
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ARE TRUCKS IN NEED OF 


| 
| UNLESS THE RED TAPE 





BOUND COMPETITORS TOO 


loads which the early trucks could 
carry and the damage resulting from 
the use of solid tires, the restric- 
tions in speed which were necessary 
for safe performance, made it diffi- 
cult for motor truck operators to 
determine what rates they should 
charge in order to make a profit 
or come out even. Many of the early 
operators were irresponsible. They 
did not know anything about making 
rates, and it is no wonder that many 
of them fell by the wayside. 

We no longer have these factors 
with us. Motor truck companies 
throughout the country, and particu- 
larly in our section of the country, 
are now well organized, fully pro- 
tected by insurance and are making 
rates based upon an intelligent cost 
study and not by “rule of thumb.” 
In some cases, they are able to haul 
freight cheaper than the railroads. 
We find in other instances that we 
can make a delivery from storedoor 
to storedoor at practically the same 
rates as the railroads charge from 
station to station and at the same 
time make money. 

The claim is made that the high- 
ways are furnished free to the motor 
truck companies, that they are under- 
taxed and that their competition with 
the railroads is unfair. We deny these 
claims most emphatically. Our pres- 
ent equipment consists of 102 trucks 
and 12 business cars. We pay the 
following taxes: Personal property 
paid to municipalities; federal and 
state taxes, motor vehicle license 
fees paid to states; gasoline taxes 
paid to states. For 1931 they amount- 
ed to approximately $42,500. We cer- 
tainly do not feel that anyone is giv- 
ing us a free right-of-way, when we 
are compelled to pay this sum for 
the privilege of doing business. 

We consider ourselves a “common 


Says E. J. ARBOUR, General 
Manager, Consolidated Motor Lines, 


Inc., Hartford, Conn. 


BESIDES— 


Legislation will only increase the 
cost of motor transportation to the 
public. 


In all my experience | have never 
heard any shipper or receiver claim 
a truck operator was discriminating 
against him. 


We're paying our way on the high- 
ways. We paid $42.50 in taxes in 
1931. The percentage relationship of 
taxes to net revenue is 32 for rail- 
roads; ours is 41.7. 


carrier” to a certain extent. We also 
do certain work under contract. We 
undertake to carry goods for any- 
body, provided that they are of a char- 
acter adaptable to our service. On 
the other hand, and as I have previ- 
ously said, we do some work under 
contract. For instance, we have a 
contract with certain companies, and 
under this contract we are obliged 
to furnish service at any time of the 
day or night. 

I have given the question of motor 
truck interstate regulation some 
study. I would be in favor of regu- 


TURN TO PAGE 16, PLEASE 
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YES! IT'D STOP RATE 


CHISELING BY BIG SHIPPERS 


Says J.R. BINGAMAN, President, 


Bingaman Motor Express Company, 
Incorporated, Reading, Pa. 


BESIDES— 


Regulation should cover owner-op- 
erators as well as common carriers 
and contract carriers. 


Regulation should be enforced by a 
Department of Transportation instead 
of by a Commission. 


Truck rates for door-to-door service 
should never be less than railroad 
station-to-station rates plus a reason- 
able terminal charge. 


Sin CE the motor truck has attained 
a prominent position in transportation 
much is being said regarding the ne- 
cessity of regulation. Quite naturally 
there is much to be said both for and 
against Federal regulation of motor 
trucks in interstate commerce. And as 
an operator, I will seek to explain why 
I am so strongly in favor of regu- 
lation. 

The Federal Government has made 
two exhaustive investigations as to 
the advisability of- regulating inter- 
state trucking activities, and in both 
investigations testimony was taken in 
sections of the country from coast to 
coast. In both these investigations the 
opposition was similar to that of every 
investigation held prior to passage of 
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laws placing other public utilities un- 


der regulation. No necessity for regu- 


lation because of the lack of proof of 
harmful practices, impossibility of en- 
forcement, and accusations as having 
been fostered by interested parties, 
such as the rail carriers. Powerful 
agencies were working to hinder a 
fair and accurate investigation, just 
as such agencies worked against sim- 
ilar regulation in other investigations. 
Why? Is it a fact that the trucking 
interests are without faults, do they 
treat all the shippers alike? Is there 
real ethics practiced by them, any 
more than there was by the rail car- 
riers before they were regulated? I 
state that there are just as many 
abuses in the way of unfair discrimi- 
nation committed today by motor 
trucks as there were by the rail car- 
riers prior to regulation of their meth- 
ods. I also contend that the fault is 
not entirely that of the operator, but 
just as much, and in fact vastly more, 
the fault of the shippers who use chis- 
eling tactics. 

A large shipper today cannot chisel 
the rail carrier. Rates are uniform, 
and therefore he must look elsewhere 
to take unfair advantage of his 
smaller competitors. He has found 
the truckman, and the system prac- 
ticed before rail regulation became ef- 
fective has started all over again, but 
in a more positive manner. With the 
rail carrier the shipper could only go 
so far, if the hauling was not profit- 
able to the carrier, he could stop. But 
today a truckman with little capital 
is encouraged to go into the trucking 
business by a shipper to haul a certain 
commodity. He invests all he has, 
signs notes for the balance due on his 
equipment and hauls for his client. 
Then the chiseling begins. He has 
staked his all, monthly notes must be 
met, and he is entirely at the mercy 
of the client. If the shipper chooses 








NON 





to take the business away from him, 
with pretense of a competitor giving 
a cheaper rate, the truckman must re- 
duce his rate to hold the business, 
until the charges are far less for his 
door-to-door service than that of the 
rail carrier’s station -to- station 
charges. This is not an exception, it 
is a rule, the shipper playing one op- 
erator against the other until a condi- 
tion has been reached where there is 
no semblance of stability. One oper- 
ator damns another for underquoting 
when the real fault lies with the ship- 
per who encourages such practices in 
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order to get an advantage on his own 
smaller competitors. A just reduction 
is afforded the larger shipper against 
the small shipper by law in the car- 
load rate as against the l.c.l. rate by 
rail. But the large shipper is not sat- 
isfied; he wants a greater advantage, 
and in the truck he has found it. Is 
there any wonder why the large ship- 
per goes before committees and states 
that regulation is not needed, that the 
truckman has done no wrong? He 
does not state the whole fact. He does 
not state why he doesn’t want regula- 
tion; that he has done wrong himself, 
and wants to continue to do so. 

The records of Flynn’s investigation 
and the articles appearing in trade 
journals show a divided house in the 
shippers’ attitude in relation to regu- 
lation, many favoring strict regula- 
tion of all forms of transportation, 
and others opposing any regulation. 
Assuming that those opposed to regu- 
lation want unlimited competition on 
the highways, that they do not want 
trucking operation to become a mo- 
nopoly in the hands of the few, may 
I not point out that by this present 
method of unrestricted fly - by - night 
methods just the opposite will be the 
result. Large companies, either 
owned by the rail interests or other 
parties, can open up truck lines with- 
out any necessity of certificates giv- 
ing them such authority, and can, for 
an indefinite period, operate at a loss, 
driving the small independent oper- 
ator out of the picture, and by slow 
process accomplish in that manner 
just what the opponents of regulation 
fear such regulation will bring about. 


I contend that the only hope for the 
small operators to meet the operations 
of the rail-controlled truck lines is by 
strict regulation of both operation 
and rates. If there is wisdom in hav- 
ing uniform rates by competing rail 
carriers between any two given points, 
there is just that much wisdom in 
having the same principles apply to 
motor trucking. The truck rates 
should be uniform in every instance, 
and I further contend that as the 
truck service is a door-to-door serv- 
ice, as compared to a station-to-sta- 
tion service of the rail carrier, the 
rates for such service should never be 
less than rail rates plus a reasonable 
terminal charge. 


The argument that there is no proof 
that such rates are needed, that the 
use of such rates may make an ex- 
orbitant profit for the truck operator, 
is not sound, for it would be a novelty 
to see any truck operator make a real 
fair profit in this business. Novel in- 
deed, and yet there are many who 
charge far in excess of rail rates. Due 
to this unsound method there is no 
market for the securities in the truck- 
ing establishments, as there is in any 
regulated public utility, and yet there 
would be, were the foundation built on 
a guaranteed, protected and sound 
basis. We also must not lose sight of 
the fact that we are only a part of 
the vast transportation system of this 
country, and that we should by law 
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be forced to stay within the field for 
which we are fitted. 

Strict laws should be passed cover- 
ing every form of transportation, in- 
cluding the coastwise and inland water 
steamship lines, pipe lines, rail car- 
riers and common carriers, contract 
carriers and owner-operator truck- 
men. The taxation portion of these 
laws should be strictly uniform in 
principle, so that the tax distribution 
is even among all carriers, thereby 
making it less to all, instead of exces- 
sive to some and eliminating others 
entirely. 

To stabilize interstate laws, and be- 
cause the Federal Government has 
paid more than the states to build the 
main arteries of travel, trucks in in- 
terstate commerce should buy a Fed- 
eral license and pay for it on a basis 
which takes into consideration the 
number of states through which the 
operator desires to travel. From this 
tax the government should pay the 
states a uniform amount, retaining a 
like amount of the tax. This tax 
should not be so burdensome as to dis- 
courage trucking, but should be a fair, 
equal, uniform tax and should be im- 
posed .on every commercial truck 
whether engaged in common carrier, 
contract carrier or owner-operated 
service. 

Why the owner-operator? Because 
he is in the transportation business 
just the same as the other truckmen. 
He is in direct competition with them 
and with the rail carriers. If he 
doesn’t want to pay the tax he has 
the alternative of giving his hauling 
to a common carrier and confining his 
activities to merchandising or manu- 
facturing, leaving the transportation 
to the carrier—rail, water and truck— 
property adapted to handle it. 


For example, I know that a leading 
department store with branches in 
New York and Philadelphia delivers 
to all towns within a radius of 100 
miles of Philadelphia. The govern- 
ment certainly would not allow this 
store to build rail lines to serve its 
customers in this area. But it permits 
the store to use the government-built 
highways in direct competition with 
rail carriers and truckmen, who are 
common carriers, and yet it does not 
have to pay gross receipt taxes and 
give back to the government all it 
makes as excess profit. The store will 
claim that it makes no charge. That 
may be true—as a direct charge—but 
it is made nevertheless in the sale. 


And, because of this this, how can 
the small merchandising man hope to 
compete? He cannot maintain a fleet 
of trucks, using the state and Federal 
highways free of charge. He must 
pay a carrier—truck or rail—to make 
his deliveries. Therefore he is placed 
in an unfair position, due entirely to 
the large merchandising man using 
something free that was built by the 
small merchant’s money just as much 
as any other man’s. 

If the large establishments want to 
use the highways they have that right, 
just as much as anyone else, but when 








they do it commercially they should 
expect to pay exactly what any other 
carrier has to pay, not more, but no 
less. If they don’t they are taking 
undue advantage of their small com- 
petitor. He can’t do it; he hasn’t the 
business to warrant it, therefore he 
must pay to have his deliveries made 
by a commercial common carrier. 
Some big department stores have gone 
so far as to stop at factories and get 
a return load from the city of Read- 
ing. Soon they may establish a regu- 
lar run—still hoping for exemption 
from taxation. 

How can a person in the transpor- 
tation business for a living make such 
charges? I make the charges because 
they are true, and in fairness to trans- 
portation. I believe I will live to see 
the day when all are paying uniform 
taxes for use of the highways—both 
common carriers and those who trans- 
port their own material in direct com- 
petition with carriers. 

Enforcement, they say, is impos- 
sible. I contend that it is not. Rail 
carriers, radio, telephone, electric light 
companies are regulated. That isn’t 
impossible. Surely, it is not easy but 
it is not impossible. 

Regulation should be enforced by a 
Department of Transportation instead 
of by a commission. Transportation 
is the largest industry in the world 
and warrants a department to regu- 
late every phase of it. A commission 
by very appointive nature is bound to 
be less efficient than a department 
with one head. Why not combine the 
Navy and Army departments into a 
Department of National Defense with 
one head, and give to transportation 
the cabinet secretaryship vacated by 
the consolidation? 


No! Unless the 
Red Tape Bound 
Competitors Too 


CONTINUED FROM PAGE 14 





lating common carriers, if that regu- 
lation would vrotect me from inde- 
pendent motor truck competition and 
from the competition of the railroads 
or motor truck companies operated 
by them. If contract carriers are to 
be permitted to compete with me and 
take my business away from me with- 
out having their rates regulated, I cer- 
tainly would be opposed to having 
mine tied up in any way so that I 
could not meet that competition. 

Let me illustrate this point: At 
each one of our nine terminals I have 
a very competent office manager. 
These men are throughly familiar 
with every pound of freight handled 
by my company; they know we have 
certain shippers whose business is 
of sufficient volume to warrant oper- 
ation of a few trucks at a profit. 
They know that in another city there 
is a large shipper who has heavy 
tonnage going to one of our destina- 
tions. At that destination they know 
of another shipper who has much ton- 
TURN TO PAGE 20, PLEASE 
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-C. Cc. ASKS CONGRESS FOR 


‘PARTIA 


Survey Report Urges That 
Carriers Be Required to 
Take Out Permits, Insur- 
ance and to Keep Records 


A DMITTING that the regulation 


of transportation of property for hire 
by motor trucks operating in inter- 
state commerce is a complex matter 
which requires the accumulation of 
more facts, the Interstate Commerce 
Commission in its report to congress 
on its rail-truck coordination investi- 
gation recommends the wisdom of 
making haste slowly. 

Conveying the inference that it 
considers its recommendations per- 
fectly harmless and nothing more than 
the first step of an infant, the com- 
mission urges among other things 
that common carrier and contract car- 
riers be required to take out permits 
and liability insurance and to keep 
records of operations and submit re- 
ports. 

Reasons for this cautious procedure, 
the report points out, are: 

1. The practical difficulties of reg- 
ulation are vastly increased because 
the indications are that the number of 
operators is very large and that the 
operations are mostly on a small scale. 

2. It is as yet uncertain how far 
regulation may lawfully be extended to 
contract carriers which do not operate 
as common carriers. 

3. The complete inexperience of the 
Federal Government in this field of 
regulation. 

Nevertheless the commission sees 
need for the setting up of an organiza- 
tion which would serve as a nucleus 
for such further steps in motor- 
vehicle regulation as experience and 
added information may show to be 
desirable and practicable, and accord- 
ingly recommends the following: 

Transportation of property for hire 
by motor trucks operating over the 
public highways in interstate com- 
merce should be subjected by law to 
reasonable public regulation. Car- 
riers should be divided into two gen- 
eral classes, common carriers and con- 
tract (private) carriers. The first 
Should include all carriers who under- 
take for hire to transport from place 
to place the property of those who 
may choose to employ them. The 
second should include all carriers not 
within the description of common 
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carriers. 
rier,” “contract carrier,” “private car- 
rier for hire,” and “privately owned 
or operated trucks” refer largely to 
practical classifications of truck 
operation. Legally speaking, there 
are only two classifications of motor- 
truck operations for hire, namely, com- 
mon carrier and private carrier.) 

All motor carriers for hire should be 
required to apply to the commission 
for a permit to operate and upon com- 
pliance with all the applicable pro- 
visions of the act should be entitled to 


(The terms “common car- 
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such permit, which should be issued 
for a definite period, should be assign- 
able with the approval of the commis- 
sion, and revocable by it for good 
cause shown. 

There should be required as pre- 
requisites to the commencement of 
operations: (1) If by common carriers, 
(a) a permit, and (b) liability insur- 
ance that will assure adequate protec- 
tion for loss or damage to cargo, and 
for personal injuries and property 
damage; and (2) if by contract car- 
riers, (a) a permit, and (b) liability 
insurance to secure the public in case 
of personal injury or property damage. 
[Note: Contract carriers need not 
take out cargo insurance.—Ed.| 

All motor carriers for hire should 
be required to keep such records of 


TURN TO PAGE 44, PLEASE 
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ARE TRUCKS IN NEED OF 


YES 


q 


COMPETITION ON A 


FAIR BASIS IS ALL RAILROADS ASK 


| PREDICT that the solution of the 
proper, just and fair regulation and 
control of highway traffic in the public 
interest will never be reached until we 
have Federal regulation as the basis 
of a unified system of control, and I 
further predict that such a situation 
is surely coming about because the 
interests of the public and of highway 
transportation itself so require. 

Far from being harmful to legiti- 
mate highway transportation, proper 
regulation is an absolute essential to 
placing that industry upon a sound, 
substantial, economic basis. Even 
without any reference whatever to 
relations between highway transport 
and the railroads, regulation of high- 
way service is required to correct in- 
ternal evils arising from uncontrolled 
competition, which closely compare 
with those that afflicted the railroads 
and their patrons in an earlier day 
and made railroad regulation inevi- 
table. With all its errors, regulation 
rescued the railroads from rate wars, 
from secret rate cutting, from deple- 
tion of revenues by rebates, and from 
competitive over-building and over- 
extension of facilities. It will do the 
same thing for highway transport, and 
is particularly needed in the trucking 
business, where rivalries of trucks and 
truck lines with one another and with 
the railroads can only be adequately 
described as competition running wild. 
It would be an exceedingly wise and 
shrewd move for the legitimate truck 
and bus interests of the country to 
unite now not merely in submitting to, 
but in demanding, a constructive, just 
and economically sound plan of Fed- 
eral regulation. 

The railroads do not advocate mak- 
ing highway transport artificially ex- 
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Says J.S. EYSMANS, Traffic Vice- 


President of the Pennsylvania Railroad 





pensive in order to return traffic to 
the rails. We concede the public’s 
right to select the agency of transpor- 
tation which it wants and which it 
finds most useful. We do not merely 
concede, we proclaim, that the public 
is entitled to the benefit of any and all 
real advances in the art of transpor- 
tation. All we ask is that when we 
are called upon to face greatly in- 
creased rivalry, and upon a scale 
which a few years ago would have 
seemed impossible, there shall be a fair 
field and no favor; that the Govern- 
ment, in exercising the power of regu- 
lation, shall deal as nearly as possible 
upon the same basis with all. The 
country cannot afford to permit unfair 
competition to impair the capacity of 
the railroads for rendering essential 
and irreplaceable service. 


TURN TO PAGE 20, PLEASE 
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BESIDES— 


It would be exceedingly wise and 
shrewd for legitimate truck interests 
to unite now not merely in submitting 
to, but in demanding, a constructive, 
just and economically sound plan of 
Federal regulation. 


The unregulated truck, varying its 
rates at will, is rapidly bringing back 
the old evils of secret rates, discrimi- 
nation and rebates. 


Common carriers and contract car- 
riers should be regulated as to rates, 
practices, accounting, working condi- 
tions, etc. 


The regulative authority should be 
the Interstate Commerce Commission. 
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BESIDES— 


There is no greater necessity for regu- 
lation of the competitive truck busi- 
ness than there is for regulation of 
any other competitive business. 
Railroad regulation was necessary be- 
cause rail transportation was a mo- 
nopoly. 

We do not believe contract carriers 
can legally be regulated. (Supreme 
Court: Smith vs. Calhoun.) We are 
certain that practically they cannot 
be regulated. 

Theoretically, we believe common car- 
rier interstate trucks, constituting only 
|!/, per cent of trucks in the country, 
should be regulated. Practically, any 
such attempt would be ineffective 
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REGULATION? 


\'(D) ! COMPETITION SERVES 
PUBLIC AS RECULATIVE FORCE 


Says TLR. DAHL, Explaining Posi- 


tion of National Automobile Chamber 





a\ 
W.. believe that the motor truck 


business is a highly competitive form 
of business in which the public interest 
is fully protected through the reg- 
ulative force of competition. 

We do not believe that there is any 
greater necessity for the regulation 
of the competitive motor truck busi- 
ness than there is for regulation of 
any other competitive business. 

It has seemed to the organization 
which I represent that the funda- 
mental facts in reference to motor 
truck operation in this country have 
not received the consideration that 
should be given to them. 

It does not seem to us that sufficient 
consideration has been given to the 
ownership of the trucks in this coun- 
try or to the kind of business in which 
they are engaged. 

It is necessary to understand that of 


the 3,490,000 trucks in this country 
today, 85.8 per cent of such trucks 
are privately owned and privately 
operated. It is essential to know that 
2,200,000 operators of motor trucks 
own only one truck each and that the 
3,490,000 trucks are owned by 2,500,- 
000 individuals. These trucks are en- 
gaged in the widest possible diversity 
of use. The farmer’s truck is carry- 
ing his fresh vegetables, grain and 
cattle to market. The department 
store trucks are making retail de- 
liveries of goods to its customers. 
The milk man, the dump truck oper- 
ator, the garbage truck operator and 
the heavy-duty truck operator are all 
engaged in handling only that type 
of merchandise or material for which 
they are specially constructed. 

There is practically no similarity in 
the business engaged in by motor 
trucks, except as between trucks serv- 
ing the same type of business. 

The privately owned and privately 
operated motor trucks, although sub- 
ject to the same police power regula- 
tion as passenger automobiles, are no 
more subject to regulation as to the 
business in which they are engaged 
than is the privately owned passenger 
automobile. They are not “clothed 
with a public interest.” They are 
primarily engaged in carrying the 
owner’s property at such times and 
to such places as the owner desires. 
They are doing today’s horse and 
wagon job of a decade or two ago. 

Contrast that condition with the 
fact that 85 per cent of the total rail- 
road mileage of the country is con- 
trolled by 15 systems and you have a 
picture of the total dissimilarity be- 
tween an organized system of trans- 
portation and individual motor truck 
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movement of private property. 

There has been much loose thinking 
and much loose talking on whether 
trucks engaged in contract carrying 
can be regulated as to their business. 
Contract carriers, as we understand 
them, are trucks which are hauling 
for one, two or a small number of 
customers under a specific contract, 
who haul for them and who do not 
hold themselves out to carry for the 
public general transportation business. 
They constitute 8.7 per cent of the 
motor trucks in the country. We do 
not believe that legally they can be 
regulated. We believe that the Su- 
preme Court of the United States in 
its latest decision on this question in 
the case of Smith vs. Calhoun def- 
initely decided that question. We are 
certain that practically they can not 
be regulated. 

We therefore believe that regulation 
can only be applied to common carrier 
trucks which constitute but 5.5 per 
cent of the motor trucks operating 
over the public highway. 

Even here there is a dissimilarity 
between rail and motor operation in 
that no motor common carrier can 
hold itself out to carry all types of 
business which may be offered. For 
example, the furniture van cannot 
haul steel girders nor the egg truck, 
cement. The physical characteristics 
of the truck itself prevent such “hold- 
ing out.” 

As far as Congress is concerned, 
under the Commerce clause of the Con- 
stitution, it can only regulate common 
carrier trucks engaged in interstate 
transportation, so common carrier 
operations must be broken down into 
intrastate and interstate movements. 
Interstate common carriers constitute 
but 1% per cent of trucks in the 


country. 
Theoretically we believe that these 
common carrier interstate trucks 


should be regulated. Practically, any 
such attempt to regulate this small 
portion of the movement would be in- 
effective. 

It would be ineffective first because 
of the very small percentage of the 
trucks involved. It would seem un- 
reasonable to build up an intricate 
regulatory machinery for enforcing a 
law to apply to such a small percent- 
age of vehicles. We believe that the 
cost of enforcing such a law would be 
tremendous. It would be necessary to 
police every state line in the country. 

It is impractical because of the fact 
that these interstate operators are 
continually subjected to the competi- 
tion of contract carriers, both as to 
rates and service. If the business of 
the interstate common carrier should 
be penalized with regulations which 
increased its costs of operation, we 
could only expect a repetition of the 
experience in the various states where 
common carrier trucks have either 
lost their business to the contract car- 
rier, or have gone into the contract 
carrier business where they have been 
burdened with regulations. 

Railroad regulation was necessary 
because rail transportation was a mo- 
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nopoly. It was not subject to compe- 
tition. It was necessary for the pro- 
tection of the small shipper against 
favors or rebates to shippers of large 
quantities of goods. 

The regulation of motor truck trans- 
portation, on the other hand, would 
have exactly the opposite result. 
Truck transportation is competitive. 
Regulation, in so far as it increases 
the cost of truck transportation, or 
restricts its efficiency, would result in 
the shippers of large volume of goods 
either employing contract carriers or 
operating their own trucks. The small 
shipper and the small business which 
does not have a sufficient volume of 
goods or sufficient capital to purchase 
its own trucks would therefore be de- 
prived of the use of motor transport 
over the public highway, toward the 
cost of which that business has con- 
tributed. 

We believe, therefore, that the com- 
petitive nature of the motor truck 
business and the individual ownership 
of the great bulk of the motor trucks 
operating over the public highway to- 
day completely differentiate that type 
of transportation from other types of 
transportation monopolistic in nature 
and clothed with a public interest. We 
do not believe that this type of motor 
transport should be regulated as to its 
business in interstate commerce. 

Having reached this conclusion, the 
question of competition with other 
types of transport is an economic 
question and not a legislative one. 
Although in our opinion the record 
proves that the motor truck pays its 
fair and full share for the use of the 
public highway, that question is not 
germane to this discussion and is pri- 
marily a question for the states to de- 
termine, as the states build and main- 
tain their highways at their own ex- 
pense, subject only to a comparatively 
small rental paid by the Federal gov- 
ernment, through Federal aid for the 
use of the state highways. 





No! Unless the 
Red Tape Bound 
Competitors Too 


CONTINUED FROM PAGE 16 


nage going in the opposite direction. 
If my rates are fixed by being placed 
under the jurisdiction of some gover- 
ment body and the contract truckman 
is not regulated, there is nothing to 
prevent my office managers from com- 
bining, buying a few trucks, going 
to my customers and saying to them: 
“We will make a lower rate than you 
are now paying; we will make a con- 
tract to handle your business for next 
year at so much less than you are 
now paying.” My office managers 
could take away from me the cream 
of my business and I would be power- 
less to do anything to protect my 
interests, for they know they could 
make such a contract without having 
to appeal to any regulating body for 
a certificate of convenience or for the 
approval of their rates. 





Yes! Competition on 
a Fair Basis Is 


All Railroads Ask 


CONTINUED FROM PAGE 18 


Years ago this country learned one 
of its great lessons. It was that if 
business is to function properly, trans- 
portation rates must answer four 
tests. They must be reasonable; they 
must be non-discriminatory; they must 
be stable; they must be published and 
maintained. To make forward com- 
mitments safely, business men must 
know what their own transportation 
costs, and those of their competitors, 
are going to be. 

For more than a quarter of a cen- 
tury railroad rates have met these re- 
quirements. But now the unregulated 
truck, varying its rates at will, with 
no obligation to publish and maintain 
its rates, with no duty to charge like 
rates for like service, is rapidly bring- 
ing back the old evils of secret rates, 
discrimination and rebates. In nu- 
merous industries the resulting disor- 
ganization and confusion have become 
exceedingly serious. Contract or 
charter trucking is of course the prin- 
cipal factor in this situation, “but it 
must be remembered that the contract 
trucks outnumber the common-carrier 
trucks many times to one. Moreover, 
common-carrier trucks are under no 
legal obligation whatever, in interstate 
business, to adhere to a scale of rates 
even if one is published, and such 
charges may at any time be treated 
by either side merely as a start for 
bargaining. 

The railroad with which I am asso- 
ciated is not an enemy of the truck or 
bus. We are proud to be counted 
among their good friends. We par- 
ticipate in extensive truck and bus op- 
erations ourselves, and expect to ex- 
tend their scope in the future as pub- 
lic demand warrants. We yield to 
none in admiration of the achieve- 
ments of the automotive industry. We 
fully appreciate the immense traffic 
which its development has brought di- 
rectly and indirectly to the railroads. 

We know that many commercial 
truck and bus enterprises, in private 
hands, are on a sound basis and are 
profitable. We know that others are 
not soundly conducted, from the view- 
point of the public interest, and in 
many cases are not really on a remu- 
nerative basis to their owners, because 
the owners lack the knowledge and 
experience required to compute costs 
properly. They are a dead weight, 
dragging down both properly con- 
ducted highway service and the rail- 
roads, and threatening serious injury 
to both and to the public. 


We have no thought that the 
farmer’s truck or the privately owned 
and operated trucks of industries, not 
utilized in commercial transportation, 
should be subject to regulation, other 
than that which is inherent in the 
police powers of the state, in the in- 
terest of safety or similar considera- 
tions. 
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Our Own Ear to the 
Ground Department 


A Manufacturing Milestone 

Next month, with the kindly co- 
operation of Deane Chivington, we 
hope to tell you all about National 
Trucks Associated. This is the name 
under which a group of truck manu- 
facturers is organized to produce and 
market a new line of trucks. Each 
manufacturer will sell the same 
trucks; whether with his own name- 
plate or a common nameplate, we do 
not yet know. 


A New Truck Name 


If you didn’t notice it in last month’s Specifications 
Table, your attention is now called to a new manu- 
facturer in the truck field. It is the Differential Steel 
Car Co., Findlay, Ohio. The truck is called ‘‘Differ- 
ential.’”” One model, a 2%-ton, is listed. 


Blessed Events 

Three more truck manufacturers, one in 
the east, the others in the mid-west area, 
have developed house-to-house delivery 
models. Announcements will be made 
shortly. 


We Score 22 Hits 

In the March issue this department 
was correct in 22 out of 27 particulars 
regarding the new Ford four-cylinder 
and eight-cylinder models, which were 
announced a month later. That’s what 
you might call getting the news to you 
before it is news. 


And Aim Some More 


So that we may have something more to brag about 
in another issue, here is the latest report from our 
Detroit sleuth regarding Ford developments: Design 
for large scale production of the eight is still not set- 
tled. A change in the crankshaft is probable. Crank- 
shaft lathe manufacturers were called in April 21. 
Forged crankshafts were announced but there is a pos- 
sibility that cast steel shafts, which were used in the 
experimental cars, will be used. . . . Valves are under- 
going alteration. They will be made in two pieces in- 
stead of one as originally. This will make possible 
grinding of the cam follower by centerless grinding, i 
stead of grinding the whole valve in one unit. 
will result in production economy and also make it aa 
sible to put an adjusting mechanism on the end of the 
valve stem if necessary. « . . Plant is still getting de- 
liveries on a vacuum-operated mechanism for clutches, 
provision for which was made in the original design of 
the car. This is a combination unit, serving also for 
vacuum operation of the brakes. It is not only possible 
but probable that if Ford does adopt this design, it will 
be offered as extra equipment rather than standard. 

. Foundry rejections of cylinder block castings are 
reported to be troublesome. . . . Briggs is to make an 
all-steel panel body for Ford. 


What Will Chevrolet Do? 


Although a Chevrolet factory representative 
is credited with making the statement, ‘We will 
have eight-cylinder Chevrolets to deliver before 
Ford dealers have Ford eights to deliver,’’ re- 
ports from the factory say Chevrolet is content 
to stack its six up against the Ford eight. This 
official opinion is, of course, subject to change 
without notice. This department is inclined to 
believe it will be when the public has more op- 
portunities to verify Ford performance claims— 
33 in first and better than 60 in second. A tech- 
nically-minded colleague had one job up to 33 
and 54. And a distributor of a certain V-12 
began losing sleep after piloting his pet in a 
standing-start test against the Ford eight. 


In the Clutches of Clutches 

Spicer has an automatic clutch 
which operates by means of loose 
weights in the flywheel exerting 
centrifugal force against the plates. 
The Brown-Lipe vacuum - control 
clutch, the factory says, is still in the 
experimental stage. 
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Super-Balloons Roll Nearer 

Activities at tire factories center around the 
so-called super-balloon tires. Certain truck 
makers are experimenting with them and the in- 
dications are that 1933 will see some trucks 
designed to take advantage of their (naturally) 
advantages. An official of a wheel manufacturer 
predicts pretty general acceptance in 1934. 
Front-end geometry problems are now being 
solved, not to mention the simple problem of 
brake drum heat dissipation. 


Mileage Stimulators 

Tire life is about to be stepped up a mess of miles 
with the advent of two new helpful auxiliaries. One is 
a warning which gives an alarm when inflation pres- 
sure in any tire is reduced to a predetermined amount. 
The other, a remedy, shoots specially prepared rubber 
compound into small tread cuts to prevent the ingress 
of deteriorating moisture to the carcass, 


THE OVERLOAD 


A collection of items—interesting 
even when not news—and garaged 
here because there’s no other place 
for such morsels. 


See You At the Blow Out 

A Beer Parade is slated for May 14 
in New York City. A lot of trucks will 
be in line, no doubt, because the parade 
is political in nature and truck opera- 
tors should play politics. But we won- 
der if any truck will be equipped with 
a special body designed for the beer- 
toting vocation. This is a golden op- 
portunity, we think, for a body manu- 
facturer to. get a great big hand. And 
to give the public a good idea of what 
a load of lager will look like on a city 
street when, as and if, the special beer 
body should be mounted on a drop- 
frame truck or trailer chassis. 


The Mysterious Mr. H. 


We'd like to know the name of the man who, 
signing himself ‘‘H. Mystery, who is the writer?’’, 
congratulated us upon our Specifications Table revi- 
sion and then spent at least eight hours in revising 
our revision. He sent us his idea of how the informa- 
tion should be re-grouped on the back of a blank 
stock certificate with the customary gold framework. 
The communication was postmarked ‘‘Fairville, N.B.’ 
We wouldn’t be sure this was in Canada if the postage 
stamps weren’t Canadian. This anonymous reader per- 
formed a task which required a remarkable degree of 
concentrated thought, and a thorough knowledge of the 
purposes of the Specifications Table. Our hope is 
that he sees this and affords us the pleasure of 
establishing communication on a personal basis. 


The Final Cut 


Well, well! Bootleg liquor is so bad that it 
isn’t safe to let your truck cooling system drink 
it. The Bureau of Standards determined this 
after tests and bulletined government depart- 
ments not to use confiscated bootleg alcohol in 
the radiators of automotive vehicles because of 
its harmful effects. 





Biographical Note 

Properly framed and hanging in a corner 
of the picture gallery which Alfred Reeves, 
general manager of the National Automo- 
bile Chamber of Commerce, uses as an 
office is a certificate which discloses that 
“A. W. Reeves is hereby appointed assist- 
ant messenger in the Treasury Depart- 
ment at a salary of $800 a year. (Signed) 
W. E. Chandler, assistant secretary.”” The 
appointee is not the present N.A.C.C. gen- 
eral manager. The certificate is dated 
Dec. 1, 1865. It was his father. And it is 
sound to assume that if one seeks the 
source of the tact and diplomacy for which 
Alfred Reeves is justly noted, he will trace 
these qualities if he begins with this 
certificate of appointment. 


YXCP3, JVUOG, 5582B26 2??? 


No one to our knowledge has 
plumbed the peculiar mechanism of 
the remarkable minds that give birth 
to the jaw-breaking names on Pullman 








cars. Probably it would be just as 
difficult to probe the motives of the 
men in the industry who give model 
numbers to Engines, Transmissions, 
Rear Axles, Front Axles, and such 
like. We’d like to know, just for in- 
stance, why Hercules finds it necessary 
to indicate one of its engines as the 
“YXCP3;” why a Fuller transmission 
needs the label “JVUOG;” why the 
Shuler front axle requires all of 
“5582B26,” or why Wisconsin must 
stamp a rear axle with “69317BL.” 
Does anyone know the answer, or is it 
just another of those things? 


Are You Readin'? 


You probably aren’t interested but we want 
to put the following on record: Last month we 
enjoyed: The visits of H. O. Roosen, manager 
of the Philadelphia Sterling branch; E, L. 
Michaels, sales ——e A. L. Hansen Mfg. Co., 
of Chicago. Local luncheon engagements with 
Charles H. Wondries, vice-president in charge 
of sales, S. P. A. Truck Corp. of South Bend, 
Ind.; John Feehan, assistant advertising man- 
ager, The White Co. of Cleveland; Dow Perkins, 
territorial representative for Pierce-Arrow trucks 
of Philadel lp me Robert F. Wood, advertising 
manager, The Autocar Co. of Ardmore, Pa. 
The interesting correspondence of Walter May- 
nard, sales manager of the Chicago White 
branch, and of Frank Rose, fleet operator, of 

an Diego, Calif.; Fred B. Lautzenhiser, trans- 
portation sales engineer, International Harvester 
Co. of Chicago; M. C. Horine, sales promotion 
manager, Mack, of Long Island City. 


Meet the Major! 


Mr. Wood (it’ll be exciting if he doesn’t want this 
generally known) is the amanuensis (it’s clean, be- 
lieve us) of the omniloquent Major whose opinions 
feature each issue of The Autocar Messenger, Auto- 
car’s house organ. The Major, he revealed to us, is 
not an individual. He is a composite of Autocar 
executives. To put it simply, the Major is the 
executive being interviewed by Mr. Wood at the moment. 
We may be saying something we shouldn’t but while 
the Major’s opinions are always very interesting, they 
are never quite as interesting as Mr. Wood’s manner 
of setting the stage for them, and of expressing them. 


The Professor Prognosticates 
Professor A. F. Seward is the World’s 
Foremost Astrologer, as you can see by 
glancing at the lettering on the ornate bus 
body (furnished by Studebaker), ‘‘rivaling 
the splendor of an Eastern potentate’s 
equippage,” in which the professor travels 
about the country. Recently the professor 
predicted the early return of prosperity. 
He explained that we are now emerging 
from the low pressure area occasioned by 
Saturn. This planet, which controls busi- 
ness (tell your Congressman), requires 29//, 
years to complete its orbit and it takes 2! 
years for it to pass through the sign of 
the zodiac which brings about the so-called 
hard times. We hope the professor is 
right, but our calculation makes us sus- 
pect Saturn struck an obstacle on the way 
through. Maybe it was Congress. 


Notes on This Issue 


The reason why you won’t see a picture of J. R. 
Bingaman on page 15 is because, as he answered our 
request for a photograph, “I am a Quaker.’’ And the 
reason E. J. Arbour’s likeness was omitted from page 
14 was because it threw the spread out of balance. 
Mr. Arbour, who obliged with a handsome cabinet 
photo, therefore must blame Mr. Bingaman. We'll 
wager Mr. Bachman will wonder where we got the 
snapshot reproduced on page 22. It was taken in 1920 
at an S.A.E. convention. We don’t know where the 
annual meeting was held that year but after studying 
Mr. Bachman’s wearing apparel we make the Sherlock 
Holmes deduction it was somewhere in the Adirondacks. 
Figure it out for yourself. He wore white flannel 
trousers, a coat sweater, a coat over that, a straw hat 
and two canes. The latter probably for protection 
against wild animals... . enty-five companies are 
represented among the products described this month. 
Less display is given to each description than normally, 
but the descriptions themselves are just as thorough. 


After All, This Isn't 1929 

Sign in the Abington Memorial Hos- 
pital, Philadelphia: “Maternity Ward. 
No children allowed.”—G. T. H. 





May, 1932 





Waar future developments in 


truck and bus will be can be most suc- 
cessfully determined from what has 
happened. Automotive transportation 
created the demand for improved 
roads which, in turn, made desirable 
increased speed, made it possible to 
cover greater distances, and made it 
necessary to provide more power, com- 
fort and safety as features of design. 

It seems logical that these trends 
will carry on in this same direction. 
Roads will be made wider, grades will 
be reduced, radii of curves increased, 
crossings at grade eliminated and in 
consequence higher speeds will be pos- 
sible. As a result we note that con- 
sideration is being given to windage 
and the forms which will reduce it to 
a minimum and also provide stability. 
At the same time we must give 
thought to the need for simplification 
of control to increase the certainty 
of operation. 

The passenger car has _ reflected 
these trends most rapidly, but the bus 
and truck have never been very far 
behind and, in some instances, have 
been the leaders. Unfortunately, steps 
taken to simplify contro] have resulted, 
in the initial stages, in increased me- 
chanical complication. This is evi- 
denced by the term gadget, which has 
appeared in recent months. As I see 
it, out of the gadget will emerge 
eventually a coordinated mechanism 
which will provide the desired sim- 
plicity of control, and, although the 
mechanism in its entirety may be more 
complicated, it will be less obvious. 
It is significant, however, that the ob- 
jection of complexity apparently never 
operates to retard acceptance by the 
public of a device which produces a 
desirable result. The powerplant is 
always a conspicuous and important 
automotive consideration. While there 
has been a notable improvement in the 
ability factor of trucks and buses in 
recent years, we are still far behind 
the passenger car. True, it is unde- 
sirable to provide for maximum speeds 
on a comparative basis, but it is es- 
sential to provide for increased aver- 
age speeds. This can be accomplished 
in part by differences in ‘axle gear 
ratios, but this still leaves a gap that 
can only be filled by cubic inches in the 
engine. 
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By B. B. BACHMAN 


Vice-President in 
Charae of Engineering 
The Autocar Co. 


Increasing displacement obviously 
introduces a large number of difficult 
problems. In the first place, if a high 
ability factor is provided for accel- 
eration and hill climbing, there will be 
a very considerable part of the time 
when the engine will be operating at a 
low and uneconomical load factor. 
From this angle, the constant pres- 
sure type engine, if it is possible to 
approximate such a cycle in high and 
variable speed engines, offers attractive 
features. As matters stand at pres- 
ent, this solution does not seem very 
promising. While I appreciate the 
danger of making such a statement, 
I am nevertheless of the opinion that 
present developments of Diesel en- 
gines are not promising. This opin- 
ion is based upon such items as weight, 
cost, smoothness and low specific pow- 
er output. 

Secondly, the question arises as to 
how big displacement per cylinder can 
be used satisfactorily. Engines are 
being built today with displacements 
approaching 150 cu. in., but I believe 
that it is safe to say 125 cu. in. is a 
desirable maximum and 100 cu. in. 
far better. Many of the factors which 
prompt this statement are well known, 
but there is one that has not been 
stated so generally. I refer ¢o0 the 
matter of speed, more particularly 
the speed produced when the engine 
is used as a brake. In a passenger 
car maximum engine speed occurs in 
driving the car with wide-open throt- 
tle and inertia effects of reciprocating 
elements are counterbalanced by pres- 
sures developed on the piston. In the 
truck and bus, limitations of power 
and provision of a governor inhibit 





Bachman Looks Immediately 
Ahead and Then Turns His 


Imagination Loose to Vis- 
ualize the Ideal Truck 


Changes Just Ahead 


Roads will be wider, grades will be re- 
duced, radii of curves increased, crossings 
at grade eliminated and, in consequence, 
higher speeds will be possible. Trucks will 
maintain higher average speeds. 

Ability factor of trucks will be higher as 
a result of increasing piston displacement, 
reducing weight, improving brakes, simplify- 
ing controls, cutting down wind resistance 
and smoothing riding qualities. 

Engines will have more cylinders to keep 
cylinder sizes within 125 cu. in., or better 
still, within 100 cu. in. Turning the engine 
into an air compressor would provide an 
effective brake and reduce excessive engine 
speeds caused by using the engine as a 
brake in gear on long, steep hills. 

A constant pressure cycle seems more at- 
tractive than promising, Diesel less promis- 
ing because of weight, cost and low power 
output. 

Making the body the principal chassis 
element and springing wheels independently 
will reduce weight and improve riding 
quality. 

Power steering is on the way. Controls 
must be simplified but it is easier to wish 
for this advantage than to design it. 


Changes to Dream About 


An engine with all motion rotary, full torque 
from zero to maximum speed with same effi- 
ciency throughout operating range. Power 
to be delivered to all wheels as required 
without universals or differentials. Body and 
chassis should be one, with wheels sprung 
independently. Control should consist of a 
means of steering, operated by hand, and 
one pedal for starting and varying speed 
and another for stopping the vehicle. 

Impressions of a talk about the future 
truck given by B. B. Bachman, vice-president 
in charge of engineering, Autocar, to the 
Metropolitan Section, S.A.E., in New York 
City. 


these high driving speeds. The lim- 
itations of brakes, to which I will re- 
fer later, makes it necessary, however, 
to use the engine as a brake with the 
slower reductions of the transmission 
engaged, and this frequently causes 
excessive speeds under most unfavor- 
able conditions. 

This gives rise to the conjecture as 
to whether it would not be possible to 
arrange to turn the engine into a com- 
pressor and thereby provide a most 
effective brake, with adequate means 
for dissipating the heat and at the 
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same time eliminate the destructive 
results of the present system. 

Clutch and transmission system are, 
of course, fertile fields for specula- 
tion. The clash gear has had its full 
share of criticism, all justified logic- 
ally, but strange to say, no definite im- 
provement is in sight. The gas-elec- 
tric field has had a considerable period 
of trial, but except for certain specific 
problems has not received unqualified 
approval. Apparently no attempt by 
means of liquid or air as a transmis- 
sion medium has progressed beyond 
the experimental stage. Use of multi- 
range transmissions is a step, in the 
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direction of greater number of gear 
changes, toward the ideal of infinite 
change, which has been beneficial to 
a limited extent, but open to obvious 


criticism. On the whole, the picture 
seems to be one of negation. The 
ideals are simple and easily stated, 
but the means to attain them difficult. 

Axles, both front and rear, are open 
to criticism on the ground of exces- 
sive weight and with increased serv- 
ice demands of greater speed and load, 
seem destined to grow heavier rather 
than lighter. The question of weight 
reduction seems to hinge upon the 
possibility of making bodies perform 
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the function of carrying power units 
and of developing a satisfactory meth- 
od of independent springing of the 
wheels. Solution of this problem pre- 
sents many difficulties. On the bus, 
some progress has already been made 
in the direction of making the body 
the principal structural element of the 
chassis, but the truck seems to present 
greater difficulties. One of the most 
obvious is the fact that body forms 
and dimensions vary greatly, and it 
seems almost hopeless to effect suffi- 
cient compromise to develop a possible 
production design. 

TURN TO PAGE 48, PLEASE 
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THE FRIENDLY RAILROADS 


@ “A CLEVER WRITER SAID A SHORT TIME 
ago that the Interstate Commerce Com- 
mission should be abolished because it 
was created to ruin the railroads and its 
work is done.” 

Our interest in what the clever writer 
said was considerably heightened be- 
cause we picked the quoted reference out 
of an editorial in Railway Age. The edi- 
torial, you need not be told, was not writ- 
ten to praise Caesar but to bury him— 
under an avalanche of abuse. 

The Railway Age makes out a re- 
markably good case against I.C.C. inca- 
pacity. All of which perplexes us deeply 
because we can’t reconcile it with the 
violent desire of railroads to place trucks 
at the mercy of a regulating body which 
they do not hesitate to revile. Is this a 
case of misery loving company ? 

Our perplexity simply brings home to 
us the terrible truth of “Man’s inhumanity 
to man makes countless thousands 
mourn.” Robert Burns said that a long 
time ago. He was a clever writer, too. 


INTERSTATE REGULATION 


@On paces 14 ro 20 OF THIS ISSUE WE 
publish five viewpoints on the question 
“Are Trucks in Need of Interstate Regu- 
lation?” Ordinarily we would hesitate 
to give seven pages to the discussion of 
one subject. But the subject of inter- 
state regulation, we believe, is of such 
vital interest to the entire industry that 
we can safely risk seven pages and ex- 
pect the interest of the reader to be sus- 
tained throughout. 

We think we chose a decidedly favor- 
able moment to familiarize our readers 
with the contending viewpoints because 
the question of interstate regulation is 
one which Congress shortly will be called 
upon to consider. Washington sources 
inform us that the Senate Interstate Com- 
merce Committee will vote out a_bus- 
truck bill while our presses are turning 
out these words for you to read. The 
truck provisions of the bill, we under- 
stand, will be even lighter than those 
proposed originally by Senator Couzens. 
They may follow along the lines recom- 
mended by the Interstate Commerce 
Commission in its report to Congress. 
(See page 17.) 

Compared with some of the regulatory 
ideas which have been advanced, the 
I.C.C. recommendations appear perfectly 
harmless. The I.C.C. wants a temporary 
or partial form of regulation in order 
to determine the sort of regulation that 
ultimately should be applied to motor 
trucks operating in interstate commerce. 
The Commission thinks it can procure 
information on which to base sound rec- 
ommendations if common and contract 
carrier operators are compelled to take 
out permits and submit reports on their 
operations. By this means the Commis- 
sien hopes to amass basic data, which at 
the present time are not availabie. 

To ask for so little is an extraordinary 
concession on the part of the L.C.C., 
especially in view of the positive and 
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stringent regulation recommendations 
made by Examiner Flynn in his report 
to the Commission. (See March issue, 
p. 22.) Moreover, there is some logic in 
it, which also is extraordinary. And we 
hope that, in the interest of consistency, 
the Senate Committee doesn’t stipulate in 
its bill that in order to defray the cost 
of administration operators be com- 
pelled to pay a fee for permits. After 
all, it would be ridiculously illogical to 
ask the operator to pay for the cost of 
finding out whether he should be regu- 
lated. 

The N.A.C.C., in expressing its view- 
point in this issue, contends that any 
regulatory attempt will prove ineffective 
because of the intricate regulatory ma- 
chinery necessary to cope with a con- 
stantly changing large number of indi- 
vidual operators. This, of course, is a 
soundly reasoned opinion, but propo- 
nents of regulation look upon it as only 
a theory reared in prejudice. And it will 
remain nothing more than the epinion 
of one group until some effort is made 
to determine whether the theory works 
out in praetice. The I.C.C.’s proposed 
partial - regulation -to- determine -ultimate- 
regulation seems to represent such an ef- 
fort. So that, if the N.A.C.C. contention 
is correct, the I.C.C. findings will surely 
corroborate it. 


THE Drop in Truck PRICES 


@ OUR STATISTICAL DEPARTMENT CAME UP 
with some figures for our benefit which 
pin a rose on truck manufacturers for their 
































































































remarkable efforts to give the buyer his 
money’s worth. Based on the assumption 
that the wholesale value is 75 per cent of 
the retail value, the statistics (bless 
them) show that whereas the average 
retail price of trucks was $1,385 in 1921, 
the average price in 1931 was only $824, a 
drop of 40 per cent. In 1929 the price 
was $961, making the 1931 price 14 per 
cent in favor of the buyer. 

The 1932 averages will be even lower. 
You have only to look through the Speci- 
fications Table to see the bargain prices 
at which trucks are being offered. 

And for fear we’d just be boring you 
with obvious facts we won’t go into the 
details of the present-day truck’s superior- 
ity of design as compared with the 
vehicles of five and 10 years ago. 

But if you want a comparison with 
the trend of passenger car prices, know 
ye that in 1921 the average retail price 
was $958 and in 1931, $765, a drop of 20 
per cent. In 1929 it was $830, making the 
1931 price lower by only 8 per cent. 


It’s THE MAKER WHuo Pays 


@ THE IDEA THAT THRIFT WILL SPEED 
recovery from these depressing times is 
undoubtedly a good one. The individual 
and the company find it necessary to effect 
every possible economy in order to keep 
the ship afloat. Expenditures are made 
cautiously and when made are accom- 
panied by the commendable desire to get 
all that a dollar can possibly buy. This 
condition in the truck industry has led 
to a period of price buying. Other indus- 
tries are not free of this disease. It passes 
for shrewdness. 

There is nothing shrewd about under- 
buying. Which is what it amounts to when 
a truck is purchased that is too small for 
the job to be performed. In dealing with 
motor trucks it isn’t the first cost that 
should serve as the guide to buying. The 
cost of operation must receive prime con- 
sideration, because it amounts to four- 
fifths or five-sixths of the entire cost of 
transportation when measured over the 
life of the truck. The buyer needs to be 
interested most not in what money he 
must lay out initially, but what money he 
will have laid out, say, at the end of three, 
four or five years. 

Under-buying is an evil which breeds 
evils. Costly operation is one of the evils 
and the other affects truck salesmen more 
directly. It is over-selling. Perhaps it is 
your opinion that over-selling is the real 
root of the under-buying evil. You may 
be right. Maybe the egg did come before 
the hen, But regardless, they are both 
evils and both are definitely harmful. No 
matter whether the buyer under-buys or 
is over-sold, the company that made the 
truck he signs for is the one that will 
reap his dislike. There may be an, opera- 
tor who will admit that the fault was his, 
but it will be a death-bed confession. 

This leads us quite logically to the ques- 
tion: “In such a situation, who is to blame, 
the factory or the salesmen?” Our an- 
swer, and we don’t mean to be evasive, 
is: “It all depends.” 
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LOCKHEED’S “PUBLIC” 


: To a great number of motorists, Lockheed Hydraulic Brakes 
t mean comfortable, safe stopping. 


These are people who have always had Hydraulic-equipped 
cars; Lockheed enthusiasts from the start. 


5 

n q . 

r When they buy a new car, Lockheeds alone don’t clinch the 
h ; ' 

t ' sale—but they do impart the information to the prospect that 
; . the manufacturer has effected no compromise to build his car 
f as fine as it is possible to build. 


And invariably, Lockheed’s own “public” stick to Lockheed- 
equipped cars. 


is | HYDRAULIC BRAKE COMPANY 
is DETROIT, MICHIGAN, U.S.A. 


: LOCKHEED HYDRAULIC 
Four BRAKES Wheel 
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OIL CHANGE IS A BUGABOO 





BUT IT CAN BE CONTROLLED 
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schedules. We have tackled both 
these problems and gone a long 
way toward simplifying them in 
our operations. 

We use one grade of engine 
oil in all our truck engines ir- 
respective of make, type, age or 
condition and change that oil 
on a time rather than a mileage 
basis. During the cold weather 
months we, of course, use an oil 
of low pour test, approximately 
zero, but in summer we turn to 
a higher viscosity and pour test 
of the same oil generally 20 deg. 
above zero. There might be 
some advantage in using dif- 
ferent grades of oil according to 
engine condition, but we believe 
best results are obtained by cor- 
recting wear before it reaches a 
point necessitating the use of a 
heavy oil. 

Oil change should not be ar- 
bitrarily regulated by mileage, 
but by the service and climate in 
which the vehicles are employed. 
Grade of oil also is a material 
determining factor. Because of 
traffic conditions in New York 
City our truck engines are con- 
stantly running; we therefore 
change oil ona time basis. These 
trucks average 900 miles a 
month. In spring we put a sum- 
mer grade of oil in the trucks. 
This is used for 3% months, 
equal to approximately 3150 
miles per truck, and_ then 
change to the same oil for an- 
other 3% months, which carries 
us up to cool weather. We then 
put in a winter grade of oil and 
run for 2% months, approx- 
imately 2250 miles per truck, 
changing at the end of that 
period for another run of 2% 
months. This schedule gives us 
as good engine lubrication as we 
received with more frequent 
changes. 
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ih. observations of William E. Frazer 
in his article “Oil Change Fuss Just a 
Nightmare,” which appeared in the March 
issue of COMMERCIAL CAR JOURNAL and in 
which he stated that oil change periods re- 
ceive attention out of all proportion to their 
value, check with my idea of that much 


discussed question. I also coincide with 
his opinion that there are entirely too 
many types of chassis lubricants and oiling 
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Railway Express Holds It in Leash by Using 
Simple Oiling Routine and Few Chassis Oils 


By E.E. LA SCHUM 


Manager, Railway Express Agency 


No one is much concerned with dilu- 
tion, but everyone must guard against 
pollution. Even though our trucks are 
equipped with devices which clean en- 
gine oil constantly we believe 3% to 4 
months is as long as we can safely use 
engine oil without a complete change in 
New York City. 

We agree with Mr. Frazer that parts 
other than the engine should be lubri- 
cated at least once a week, where pres- 
sure grease cups or such types are used, 
although we, because of our variety of 
lubrication systems, have adopted the 
two-week plan as the most economical. 
While we use only one kind of oil in 
the engine we use six different kinds 
in the balance of the truck. Four of 
these are used in one grade for both 
winter and summer; the other two are 
furnished in winter and summer grades. 
Hence we have only eight grades of oil 
for our general chassis lubrication re- 
quirements throughout the year. 

Our chassis lubrication requires about 
one hour of labor per truck every two 
weeks, which, figured at 50 cents an 
hour, is equivalent to $13 a year. Add 
to this $12 for material the total cost 
is $25 per truck per year. 

We use magazine wick feed oil cups, 
both the large built-in and small at- 
tachable types. Occasional changing of 
wicks in both types, tightening of 
nuts on the attachables and replace- 
ment of the built-in type when worn 
(since the latter are not bushed they 
must be thrown away when worn) 
makes it questionable whether these 
magazines are much, if any, less expen- 
sive than pressure systems. But the 
magazine, at least theoretically, pro- 
vides constant lubrication, which we 
favor, being thoroughly in accord with 
frequent, in fact constant, lubrication of 
chassis parts. The best means to ac- 
complish this we have found is use of 
wicks and magazines. 

We agree with Mr. Frazer that en- 
gineering design can eliminate the neces- 
TURN TO PAGE 44, PLEASE 
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PHILADELPHIA ELECTRIC REDUCES 
FORD REPAIRS TO ONE-MAN BASIS 





Time and Labor Savings Made Possible 
by Devices Worked Up by Shop Force 


ke motives inspire the staff of the mo- (Another article, dealing with 
tor vehicle repair shop of the Philadelphia this shop's salvage methods 
Electric Co. to think up shop ideas. The will ise published in June) : 
first, common to all shops, is saving time, 
muscular effort and mental distress of me- 
chanics doing difficult jobs. The second, 
taking the form of cash and credit, arises 
from the company policy of rewarding em- 
ployees who submit worthwhile ideas for By z W. COTTRELL 
improving service, saving time or otherwise 
benefiting the organization, with cash prizes 
awarded by juries of employees and officials. 
The shop force has won not only many single 


prizes but several grand prizes in competi- scrapped. This is accomplished 
tion with other departments. by employing special jigs and 
The shop is saving a lot of money by devices which make the salvage 


salvaging parts which otherwise would be operations possible or profitable. 

Included in the fleet are a 
large number of Ford cars and 
special tools and for this reason 
a large proportion of shop ideas 
apply to operations on this make. 
Two or three men may struggle 
with Ford A front or rear 
springs in some shops; here one 
mechanic does the job with ease, 
in fact, practically all Ford work 
has been simplified to a one-man 
basis. 















Fig. |—Front Spring 
This shop exchanges front-end 
assemblies including front radi- 
us rod, shock absorber links and 
arms and front spring on front- 
a end rebushing jobs. The usual 
-- methods of installing front 
springs are out because the front 
spring is mounted on the axle, 
-while the axle is held in a vise 
and there is no vehicle weight 
to deflect the spring. ° 
A modified C-clamp does the P. E. Mechanical Helpers 
trick. It is made from a heavy 
bar with a foot, bent over at the 
bottom to engage the axle, and 
a long set screw extending 
through a bend at the top, which 
pushes the spring down. 














Front Spring Clamp 

Rear Spring Clamp 

Clutch Pilot Bearing Puller 

Rear Spring Hanger Tool 

Grease Retainer Tool 

. Valve Guide Driver 

. Two Tools for Front End Gear Jobs 
. Jig for Starter Shaft Grommet 

. Engine "Governor" Jigs 


Fig. 2—Rear Spring 
The most obstinate and unruly 
rear spring is subdued in short 
wh : order by one mechanic armed 
=—35 . with a tool shown which spreads 
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by deflecting the 
spring, instead of forcing the spring 


the spring ends 


ends apart. Two sections are hooked 
together with the top over the spring 
and the saddle under the axle in posi- 
tion shown in photograph. Two 1-in. 
blocks are placed on top of the axle 
housing and the spring is drawn down 
by the set screw. 

The top cross bar is fastened to the 
rod at right and it has a cross slot 
over which a ring formed in the left 
rod is passed. The lower bar, likewise 
having a slot in one end, carries a 
block which is threaded for the long 
set screw which carries the saddle. 


Fig. 3—Clutch Pilot Bearing Puller 


Chisels, battered screw drivers and 
cuss words are ineffective bearing 
pullers and this shop uses none of 
them. A straight bar, with a clevis 
and hook made of an old brake rod, 
makes the job simple and easy. 


Fig. 4—Rear Spring Hanger 

A Model driveshaft bent at right 
angle and stiffened by a brace welded 
at each end makes the rear spring 
hanger tool shown in the accompany- 
ing cut. The end of the bar is formed 
in a square. 

There is very little space to use an 
ordinary pry bar on spring hangers 
but this tool provides the necessary 
leverage in convenient form. 


Fig. 5—Grease Retainer Tool 


Rear axle grease retainers are re- 
moved and installed by a special tool 
made in the shop. The rod has a blunt 
round point with a cross hole for a 
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cotter pin. The collar, which slides 
on the rod, is of two diameters, the 
smaller to fit inside the retainer and 
the larger about the outside diameter 
of the retainer. 


Fig. 6—Valve Guide Driver 


Every mechanic in the shop has a 
valve guide driver in his kit. Drivers 
are made from sections cut from old 
steering gear tubes offset near the 
middle and cut end open on one end. 


Fig. 7—Front-End Gears 


Time required to install new crank- 
shaft gear has been reduced from 2% 
hours to 1 hour by use of special tools. 
The gear is pulled from crankshaft by 
a Model T transmission drum puller, 
Fig. 7A. 

Front of the engine is raised by the 
special L-shaped lifting tool which 
takes the place of jacking the engine 
or hoisting with a sky hook. The lifter 
is also used for work on front engine 
support, Fig. 7B. 


Fig. 8—Starter Shaft Grommet 
Rattles in starter pedal shafts 

caused by wear of hard rubber grom- 

mets are cured by substituting pieces 

























of brake lining cut from remnants of 
new lining roll. A drilling gig is used 
to hold the piece of lining and locate 
position of three holes. No lining-type 
grommet has yet required replacement. 


Fig. 9—Engine "Governor" 


Vehicle speed is restricted to about 
40 m.p.h.. by a strip of metal with a 
hole smaller than the intake pipe 
which is placed beside the carburetor 
flange gasket. Strips are made in a 
special tool which comprises a rec- 
tangular block with three holes bored 
on the center line and a top drilled 
to correspond. Holes in top and bot- 
tom are lined up by the pair of dowels 
and round pins driven through the 
holes punch out openings in the strip. 
The center opening of the strip is 
flanged by turning the block over and 
driving the strip into a countersink 
boring in the bottom of the center 
hole. To prevent cheating, carburetor 
flange screws are sealed by a railroad 
car type lead seal. A jig is used to 
drill small holes in the screws for the 
seal wire. The drill opening is bushed 
to reduce wear. 


Puller Screws 


Bearing and wheel puller screws 
made of common steel do not last long 
under hard usage. Threads are scored, 
heads mushroomed and points upset. 
At times it is almost impossible to re- 
move the screws. Making new screws 
of. chrome vanadium steel makes them 
better than new, gives them much 
longer life and makes them capable of 
applying increased pressure and with- 
standing harder blows. 
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How SHOULD TRUCKMEN 
CLASSIFY COMMODITIES? 


A Review of the Sys- 
tems Now in Use Which 
Points Out the Desir- 


able Features of Each 


By G. LLOYD WILSON 
(Traffic Manager and Traffic 


Consultant and now Professor 
of Commerce and Transporta- 
tion, University of Pennsylvania) 


Note—The Editor will be glad to 
take up with Mr. Wilson any questions 
of problems submitted by readers. 


ty bewildered but obstinate Irish- 
man, the hero of Ellis Parker Butler’s 
“Pigs is Pigs,” is a classic figure of 
one caught in the technicalities of 
freight classification. He did not care 
whether the pigs in the shipment he 
held at his express office were guinea 
pigs or pigs of some other nationality. 
The classification and rate book called 
for a certain rate on pigs, and he 
would hold the guinea pigs until that 
rate was paid, no matter if the num- 
ber of animals did increase at an 
alarming and almost unbelievable rate, 
and the cost of feeding the brutes and 
providing space for their numerous 
progeny born during the dispute 
threatened to extinguish the receipts 
of the station. He knew his stuff— 
but not his zoology. 

Motor freight carriers have had a 
similar perplexing problem in decid- 
ing how freight should be classified 
into rate groups for transportation 
by motor truck to properly reflect 
material differences in the physical, 
commercial and transportation char- 
acteristics of the goods and to adjust 
the articles in classes so that rates 
which the traffic will bear may be as- 
sessed, without becoming enmeshed 
in the maze of classification techni- 
calities which would make their ar- 
rangements too complicated to be 
understood by their own employees 
or by their patrons. 

The classification of freight is the 
first logical step in the scientific con- 
struction of rates. It enables car- 
riers to place all of the thousands of 
different kinds of articles offered for 
transportation into a limited number 
of class. Rates are then made for the 
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This is the fourth article of 
a series dealing with motor 
freight transportation problems 


movement of goods upon the basis of 
these classes, and all articles within 
the respective classes take the same 
rates between the same points of 
origin and destination, thus greatly. 
reducing the number of rates which the 
carriers would be obliged to make if 
rates had to be made upon every ar- 
ticle from and to every point of origin 
and destination served by the carriers 
or their connecting lines. 

Motor freight carriers in the United 
States use several different systems 
of classification. Each system has its 
advocates and critics. It is obvious, 
however, that sooner or later the motor 
carriers throughout the country must 
determine upon a single uniform sys- 
tem of classification and use this sys- 
tem with minor modifications to suit 
local conditions, just as the railroads 
have over a period of a century aban- 
doned the hundreds of different classi- 
fication systems once in use and have 
adopted single uniform freight classi- 
fications in each of the three major 
classification territories of the United 
States, the Official, Southern and 
Western Classification Territories. 
The three railroad classifications are 
published in one volume, and are 
uniform in many respects, differing 
here and there in a minor degree be- 
tween the territories. The single 
classification volume is known as the 
Consolidated Freight Classification. 
Many steamship lines and barge lines 
use this system of classification also. 
Motor carriers, as has been said, use 
a variety of classification systems. 

In the first place, many motor car- 
riers do not follow any fixed system 
but roughly divide goods into package 
and bulk freight, or “light” and 
heavy freight and make rates upon 
these crudely differentiated classes. 
Many of the motor express lines use 
this “no-system” plan, which is a 
crude makeshift system that obviously 
does not reflect differences in the com- 
mercial and transportation character- 
istics of the commodities. Ultimately, 
this makeshift practice must follow 
the early barge and water classifica- 
tions into oblivion. 

A second practice more or less com- 
mon among motor express carriers is 
the establishment of rates upon pack- 
ages shipped by motor freight regard- 
less of the contents of the packages. 


TURN TO PAGE 46, PLEASE 
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Plenty of leg and head room is 
provided in the Indiana-built cab. 
Clear vision, properly pitched seat 
and back with pneumatic cushions 


are features. Full length door 
hinges are used 


| wo new low-price series of six- 


cylinder trucks are the latest bid for 
1932 business by the Indiana Motors 
Corp., which organization is now util- 
izing the branches and dealers of the 
White Co. under a contract sales 
agreement. Through this sales agree- 
ment with the Indiana corporation it 
will now be possible for the White Co., 
which heretofore has dealt solely with 
a product in the upper price bracket, 
to offer its sales organization an op- 
portunity for wider sales outlets. 

These new Indiana trucks, known 
as the 85 series, listing from $885 up, 
and the series 95 ranging from $1,095 
up, are available in 10,000, 12,000, 
15,000 and 20,000 lb. gross weight 
capacities. 

There are two models in the 85 
series, Model 85 and Model 85DR. 
Model 85 is an oversize 144-ton truck 
with an allowable gross weight of 
10,000 lb. Designed for fast economi- 
cal delivery in any vocation this 
model is built in five wheelbases, 
namely, 141 in. standard; 132 in. op- 
tional; and 155, 169 and 186 in. op- 
tional at extra cost. The unit is pow- 
ered by a 3% x 4%-in. Hercules Six 
having displacement of 263 cu. in. and 
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INDIANA SHUFFLES 


How Indiana Stacks Units in Its Two New Series 


MODEL 85 85DR 95 95DR 95SBT150 95SW75 
Gross weight.............. 10,000 11,500 12,000 15,000 20,000 20,000 
OS ae eee $885 $1190 $1095 $1275 $1675 $1735 
BGMIME MARED. ..<. 65 occ Her JXB HerJXB HerJXC HerJXC HerJXC Her JXC 
0S 6-3 54x4144 6-354x414¢ 6-33{x414 6-334x4144 6-3%%{x414 6-334x414 
ee eee @2800 68@2800 68@2800 68@2800 90@2500 90@2500 
Transmission, make........ B-L 224 B-L 325 B-L 224 B-L 224 B-L 224 B-L 224 
mounting and speeds..... 4 U5 U4 U4 U4 U4 
Rear axle, make........... Timken Wisconsin Timken Wisconsin Timken Timken 
wheels driven.... 2 ; 2 4 
_ See bevel double red. bevel double red, bevel worm 
ratio cues “OOO 5.98: 85: 6.66:1 7.4:1 7.4 
MINNIS 3 55 gis, 8 ahaa 3) 5) aR a oo oe ck, ee seer ewer nner 7 %4x2%x%..... 
Ae 3 eee 37x24 37x24 37x24 37x24 37x2\% 37x24 
WORE? 5 oo nec doe 54x24 4x216 54x21¢ 54x24 44x4 x3 
MR iiss ocak Ba eoN ee 6.50/20 6.50/20 32x6 7.50/20 32x6 32x6 





This Indiana Model 95 SW75 differs from Model 95 

SBTI50 in that power is applied at both rear axles 

through worms. The latter six-wheeler is driven by a 

spiral bevel gear in the forward axle only. The rears 
of both these models are of Timken make 


developing 68 hp. It is equipped with 
a four-speed Brown-Lipe transmission, 
Timken 5.66:1 full-floating bevel rear 
axle, hydraulic brakes and 6.50/20 bal- 
loon tires. Model 85DR, with a gross 
weight rating of 11,500 lb. and listing 
at $1,190, has the same major specifi- 
cations as Model 85 but differs in the 
use of a five-speed transmission, dou- 
ble reduction rear axle, helper springs 
and 316 sq. in. of brake lining area 
instead of 249. 

Four models make up the 95 series, 
two four-wheel two-wheel drives, one 
six-wheel two-wheel drive, and one six- 
wheel four-wheel drive, ranging from 
12,000 to 20,000 lb. in gross weight 
capacities. Except for rear axles, 
brakes, frames, springs and tires the 
major specifications of all four models 
of this series are the same. The engine 
employed is a 3% x 4%-in. Hercules 
Six, having displacement of 282 cu. in. 


and developing 90 hp. at 2500 r.p.m., 
mounted in unit with a four-speed 
Brown-Lipe 224 transmission, one of 
the new interchangeable series. A 
five-speed Brown-Lipe 325 is available 
at extra cost if desired. Gasoline is 
fed by a Stewart mechanical pump 
from a 16-gal. tank mounted under 
the driver’s seat to a Zenith carburetor 
equipped with a United air cleaner. 
Ignition is by battery with distributor 
and coil. 

Models 95 and 95DR, the four-wheel 
jobs, differ from each other in axle 
type and tire size. They are offered 
in five wheelbases, 141-in. standard, 
and 132, 155, 169 and 186 in. optional. 
The frames of these two models are 
of 7 7/16 x 2% x 17/32-in. pressed 
steel. Springs are semi-elliptics, 37 x 
2% in., 11 leaves in front and 54 x 2% 
in., 13 leaves, rear. Service brakes 
are four-wheel hydraulic, expanding 
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Series 85 and 95, List- 
ing from $885 Up, Give 
White Co. Sales Open- 


ing in Low Price Bracket 


in 16-in. gun-iron drums, while the 
parking brakes are of external type 
on the transmission. 

Model 95, priced at $1,095 and 
rated at 12,000 lb. gross, however, 
is fitted with a Timken single reduc- 
tion spiral bevel, full-floating rear 
axle, with a standard gear ratio of 
5.83:1 and optionals of 6.60 and 
4.86:1. Standard tire size is 32 x 6, 
eight-ply single front and dual rear. 
Model 95DR, designed to carry a 
greater load as shown by an increase 
in its vehicle gross rating to 15,000 
lb., is equipped with a Wisconsin dou- 
ble reduction 4916L rear axle, having 
a standard reduction of 6.66:1. Op- 
tional ratios of 5.54, 6.06, 7.36 and 
8.17:1 are available. Balloon tires, 
7.50/20 single front and dual rear, are 
standard. 

The other two models of the 95 
series are six-wheelers. They are 
identical except for tandem rears, 
Model 95SW75 being equipped with 
a Timken tandem worm with drive 
on both axles, and Model 95SBT150 
with a Timken tandem with spiral 
bevel drive on the front axle only. 
Standard gear ratios are 7.4:1. 

Both these models are rated at 3 tons, 
carrying a maximum gross weight 
rating of 20,000 lb. They are avail- 
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Indiana's new snappy looking I'/2-ton six, Model 85, 
lists at $885. It is powered by a 68 hp. 354 x 4!/, in. 
Hercules and is offered in five wheelbases, 141, 132, 


155, 169 and 186 in. 


able in two wheelbases, 168 in. stand- 
ard and 186 in. optional at extra cost. 
Service brakes are six-wheel hydrau- 
lics amplified by vacuum boosters and 
fitted with molded lining. They ex- 
pand in 16-in. gun-iron drums. The 
external type parking brake is on the 
rear of the transmission. Eight-ply, 
32 x 6-in. tires are standard, although 
options up to 7.50/20 are available. 

Crown front fenders, running boards 
with splash shields, channel bumper, 
electric lighting and starting equip- 
ment, oil gage, heat indicator, am- 
meter, dash light, air cleaner, speed- 
ometer, rear-vision mirror and spare 
wheel are among the items of standard 
equipment. 

Indiana de luxe cabs, built in the 
Indiana plant, are furnished at extra 
cost. The features of the cabs are 
sedan doors with drop-windows oper- 
ated by substantial crank mechanism, 


Front end of the 
Indiana 85 presents 
a striking appear- 
ance. Graceful con- 
tour of ihe deep- 
faced radiator con- 
tributes greatly to 
the pleasing effect 





one-piece windshield full ventilating, 
automatic windshield wiper, air cush- 
ions with double-decked springs up- 
holstered in imitation leather. 


White Model 618 3 to 4 Tonner 


Wire has added Model 618 


rated at 3 to 4 tons and having an 
allowable gross weight rating of 18,- 
000 lb. to its line. It lists at $3,600, 
which is $1,050 lower than Model 621, 
also a 3 to 4-ton truck. The new 
unit is equipped with a smaller en- 
gine and slower rear axle, permitting 
a road speed of 35 m.p.h. A compar- 
ison of specifications (see page 70 of 
this issue) further reveals that Model 
618, among other things, is equipped 
with a 5-speed transmission against a 
four in Model 621; a double reduc- 
tion 8.15 rear axle against a 6.33 
single reduction bevel rear and an 8 
x 3% x \%-in. frame against 7 15/16 
x 2 15/16 x 7/32-in. 

The engine in the new White is a 
seven-bearing White Model 14CB 
3% x 4%-in. six, developing 77 hp. 
at 2400 r.p.m., mounted in unit with 
a White single plate clutch and 5- 
speed transmission. Four-wheel in- 
ternal hydraulical service brakes and 
internal parking brakes mechanically 
applied on rear wheels are standard. 
Steering is by cam and lever gear and 
9.00/20 tires on cast steel wheels are 
regular equipment. Appearance is 
greatly enhanced by a polished cast 
aluminum radiator shell and grace- 
ful crown fenders. The model is of- 
fered in five wheelbases, 136, 152,166, 
186 and 206 in., the shortest and 
longest at extra price. While 8-in. 
frames are standard, two of the long 
wheelbase jobs have 9-in. frames. 
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A NEW metal spoke wheel in 


which the drum and hub are integral, 
felloeless single and dual wheel spiders 
are interchangeable, single tire opera- 
tion on a dual wheel is practicable 
and various size and type rims may 
be employed, is being marketed by the 
Clark Equipment Co., Buchanan, 
Mich. This felloeless wheel consists 
of two parts: a hub and brake drum 
of electric furnace iron cast integrally 
and a malleable hollow spider. The 
spider is pressure mounted on the hub 
and the rim directly on the ends of 
the spokes. Driving and brake torque 
are taken entirely through the malle- 
able wheel spider. The open construc- 
tion permits free and sufficient passage 
of air around the tire and brake drum. 
The brake drum is bored out at the 
same time seats for the bearings in 
the hub are machined. This construc- 
tion assures a common axis and elimi- 
nates the possibility of the drum 
“running out.” Upon the facts that 
the brake drum must run true with 
the hub and that electric furnace iron 
is used in the drums, long life for 
both drum and lining is claimed. The 
maker also points out that the wheel 
being without felloe, its weight is rela- 
tively low and that because the weight 
thus eliminated is at the rim, the 
moment of inertia (or flywheel effect) 
is materially reduced. 

A complete view of a dual rear wheel 


HANDY 


= GOVERNOR CORP., Detroit, Mich., has de- 
veloped a new model which is more sensitive and better 
sealed than prior types which it is designed to replace. 
The governor valve shaft is mounted in a needle-type roller 
bearing specially developed for the purpose, which gives 
promptness of response. 

In the new model not only the speed-adjusting screw but 
also the studs or bolts by which the governor is secured 
to the manifold are sealed against tampering. For truck 
owners who may desire to make frequent changes of speed 
adjustment a lock-and-key protection is provided instead 
of the seal. 
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CLARK DRUMS AND HUB ARE ONE 








Top: Spider and integrally mounted 
hub and drum. Center: Dual rear 
wheel with hub pressed in place and 
two spacer rings. Bottom: Dual rear 
wheel mounted with special lugs to 
take a single tire. Tread is not 

affected bolt. 


At left: New Handy governor 
with needle throttle shaft bear- 
ing and double seal 


At right: Stromberg type SF 
carburetor which 
sealed from dirt 










with hub pressed into place, loose in- 
ner and outer clamps, bolts for draw- 
ing up and two spacer rings mounted 
on the spider in the position they will 
assume when the rims are in place, 
is shown in the center illustration. To 
mount rims, nuts and clamps are taken 
off the outside and both spacer rings 
removed. The inside rim is then 
placed in position and the inner spacer 
placed against shoulder on spoke ends 
to hold inner rim in place. The out- 
side spacer ring follows next, being 
applied in the opposite direction 
(flange side towards the operator). 
After the outside rim is mounted 
against the second spacer, outer 
clamps are placed on the bolts, nuts 
applied and tightened uniformly with 
a wrench furnished for the purpose. 

The wheels are so designed that a 
wheel spider for a single tire and one 
for a dual tire are interchangeable on 
the same hub. Whether a single or 
dual tire spider is fitted, location of 
load with respect to wheel bearings 
is substantially the same. Application 
of a single tire on a dual rear wheel 
while on the road has been made an 
easy task. This is accomplished by 
removing the clamps, bolts, nuts and 
spacer rings furnished as original 
equipment with the dual wheel and 
replacing them with two special 
clamps and a corresponding shorter 





STROMBERG 


A NEW carburetor designed for truck, tractor and 
similar heavy-duty service is now in production at the 
South Bend plant of the Bendix-Stromberg Carburetor Co. 
Designated “SF” type, the carburetor is made in five sizes: 
1 to 2-in. diameter, all of single-barrel construction. 

The carburetor incorporates the characteristic Stromberg 
double venturi principle, together with a plain tube air- 
bled jet and no auxiliary air valve. The float chamber is 
on the side to lessen variation in float level on hills and 
turns. The float is of hinge type with fuel inlet from above. 

All air bleeds and float chamber vent are taken through 
the air horn to prevent dirt entering passages. 


is entirely 
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STOUGHTON STRETCHES LINE 
WITH CUSHIONED TRAILERS 


[= Stoughton Co., Stoughton, 
Wis., adding a trailer division to its 
transportation equipment manufactur- 
ing business, presents a line of trailers 
designated as the Stoughton cushioned 
trailer because fifth wheels are cush- 
ioned in rubber. The line includes 
semi-trailers with four member 
straight frames, kick-up frames, drop- 
frame van and tank types, and remov- 
able pressed steel platforms as well 
as non-reversible four-wheel trailers. 

Rubber mounting of fifth wheels, 
shown in two of the accompanying 
photographs, insulates the upper plate 
from metal-to-metal contact with the 
tractor chassis. The assembly com- 


prises only eight movable parts. The 


upper plate is attached to a vertical 
bracket by two rubber cushions which 
measure approximately 4 x 4 x 25 in. 
These rubber blocks are encased in a 
steel housing which forms the fifth 
wheel mounting bracket. This con- 
struction makes the trailer connection 
non-rigid, allows an additional 5% in. 
of deflection, measured at outside of 
frame, and absorbs shocks of coupling, 
driving and braking. 

The king pin lock works automatic- 
ally, latch pawls holding the pin in 
position by contact over more than 
ninety per cent bearing surface. The 
pawls are held in position by a wedge 
shaped assembly. 

Another feature of Stoughton trail- 
ers is the improved “Ezelift” support 
which makes it possible to lift supports 
19 or 20 in., up between frame mem- 
bers if desired. Power to raise or 








A worm gear operated rack and 
pinion elevate the semi-trailer 
support 


lower the support is provided by a 
rack bar which slides in a steel channel 
by motion of a worm gear driven steel 
pinions. Supports are automatically 
locked in position at all times by worm 
gear action. 

Stoughton trailers are equipped 
with standard Timken axles carrying 
Lockheed hydraulic, Bendix mechan- 
ical or Warner electric brakes operated 
by B-K boosters or Westinghouse air 
systems. Radius rods are bronze 
bushed. Demountable wheels, inter- 
changeable with truck wheels, will be 
furnished if requested when order is 
placed. 

Junior model of the trailer line is 
Model J-23, straight frame _ semi- 
trailer, designed for use with 114-ton 
trucks. It is rated 3 tons, has frame 


Left: Lower half of 
cushioned fifth wheel 


Right: Rubber cushion is 
contained in housing 


Below: Semi-elliptic springs 

with helpers carry the load 

on straight frame semi- 
trailer 


14 ft. x 84 in. 5 in. deep and car- 
ries 30 x 5 or 6.00/20 dual tires. War- 
ner electric brakes list at $150 extra. 
Chassis price is $380. 

Model K 34 is a special semi-trailer, 
with two member kick-up frame for 
light 1%-ton trucks, which is priced 
$435 without supports. Rating is 4 
tons, frame 16 ft. by 41 in. with 5-in. 
side rails. Standard tires are 32 x 6 
truck type or 7.00/20 duals in both 
cases. Warner electric brakes list at 
$150, hydraulic with B-K $175. 

Models K-35, K-56 and K-78 are of 
two-member kick-up frame type, 
rated 4, 6 and 8 tons respectively. 
Frame lengths are 16, 18 and 20 ft., 
widths 41, 42 and 42 in. in turn. 
Price of K-35 with 7.00/20 dual bal- 
loons is $460, Model K-56 with 34 x 7 
high-pressure or 8.25/20 duals is 
quoted $710 and Model K-78 carrying 
dual 36 x 8 x 9.75/20 tires is $885. 

The V series includes V-305, V-506 
and V-708, of drop-frame design, 
rated to carry 4, 6 and 8 tons. Plat- 
forms may be placed either crosswise 
or lengthwise. Prices are: V-305 
with 6.00/20 duals $625, V-506 with 
34 x 7 or 8.25/20 duals $775, V-708 
carrying 36 x 8 or 9.75/20 $1,225. 

Tank-type models are T-315, T-516 
and T-718. Prices are: T-315 $440 
with 7.00/20 duals, T-516 $730 with 
34 x 7 or 8.25/20 duals, and $925 for 
T-718 on 36 x 8 or 9.75/20 dual tires. 

Trailer chassis prices do not include 
supports. They, as well as extra 
frame lengths, brakes, oversize tires 
and fifth wheels are at extra cost. 
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FORD STICKS 


Cab of new Ford truck has slanting wind- 

shield and rear window of safety glass. 

Floor boards and pedal holes are sealed 

with rubber. Cushions are air-bound. 

Rear springs are semi-elliptic instead of 
cantilever type 


MORE POWER 


AND LOAD SPACEIN | RUCK 


— the new Ford truck 
attracted less attention than the V-8 
engine and passenger cars at the time 
of the company’s announcement of the 
new lines the truck, apparently, is 
ahead of the passenger cars in actual 
production. 


Above: Sections of improved four-cylin- 

der engine. Spark advance is automatic 

and lubrication is by pressure to main 

and camshaft bearings with splash to 

other parts. Gasoline pump is mounted 

on right side of engine, replacing the 
former gravity feed 


At right: A second universal joint, shown 
at right, has been added to the coupling 
shaft, making it possible to remove shaft 
without disturbing either transmission or 
rear axle. Rubber trunnion mounting of 
unit powerplant is shown attached to 
rear face of transmission case 
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Major changes in the new truck, 
compared with the Model AA, as re- 
vealed in the April issue, include an 
increase in power from 40 to 50 hp., 
use of semi-elliptic rear springs with 
helpers optional, in place of cantilev- 
ers, frames are heavier, measuring 


























7 x 2% x 7/32 instead of 6 x 2%4 x 
7/32 in., and back of cab to end of 
frame dimensions are approximately 
13 in. longer. Gasoline tank is now 
of 17-gal. capacity and placed under 
driver’s seat. The rear axle is heavier 
and wheel bearings are beneath load 
center of dual wheels. Brake drums 
are made of cast alloy iron. 

The new engine is mounted in rub- 
ber at two points in front and a large 
rubber trunnion at the rear of the 
unit-mounted four-speed transmission. 
Both crankshaft and camshaft are 
made of carbon manganese steel. 
Three crankshaft bearings are all 2 
in. in diameter and are 2, 2 and 3 in. 
long for front, center and rear re- 
spectively. Piston pins are 1 in. in 
diameter and are full-floating. 

Front spring is of transverse type, 
as before, and it measures 31 x 2% in. 
Rear springs are 50 x 2% in., with 
13 leaves standard and 12 leaves on 
panel jobs. Tires are 6.00/20 six-ply 
on front and 32 x 6 eight-ply high 
pressure on rear, dual rear wheels 
with 6.00/20 tires being available for 
$25 additional. 
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Reo I'/4-Ton Sixes 


Wheelbase ....... 140 in. 164 in. 
We sao emstath $745 $785 
CP 65) kcndanss Gold Crown 
. SAE eee 6—3'/g x 5 
displacement .... 230 cu. in. 
errr ee 68 @ 2800 r.p.m. 
comp. ratio ..... 5.31:1 
Transmission ...... 4-speed 


Brakes, service .... .4-wheel hydraulic 
parking .+. transmission 





Reo's new I!/5-ton six lists at $745 
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REO Powers New 1%-TON 
WITH New GOLD CROWN Six 


‘te latest addition to Reo’s line of 
Gold Crown engines, a new 3% x 5-in. 
six, is the outstanding feature of the 
company’s new 1%-ton Speedwagon. 
Gold Crown engines formerly were 
available only in 2 to 3-ton Reo trucks. 
The new truck model now gives Reo 
a four and a six-cylinder model in 
the 1%4-ton classification. 

This new model comes in two edi- 
tions, Model 1B priced at $745, and 
Model 1D listed at $785. They differ 
only in wheelbase, the former having 
a wheelbase of 140 in. and the latter 
164 in. In fact, the new six with 
the exception of the engine is in most 
respects similar in specification to 
Reo’s present Model 1A 144-ton four. 

The new Gold Crown engine has 
displacement of 230 cu. in. and is 
rated at 68 b.hp. at 2800 r.p.m., with 
maximum torque of 152 ft.-lb. over a 
wide speed range from 1000 to 2000 
r.p.m. Compression ratio is 5.3:1. In 
line with present-day practice it is 
fitted with a Zenith downdraft car- 
buretor fed by an AC fuel pump. 

Among details contributing to long 
engine life claimed by the company 
are a chrome-nickel alloy cylinder 
block, liberal main and connecting rod 
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A V-type radiator shell with verti- 
cal grille contributes to smart front- 
end appearance of Reo IB & ID 


and piston-pin bearing areas and full- 
pressure lubrication. Seven close- 
limit, interchangeable shimless main 
bearings carry a 2 5/16-in. crank- 
shaft. These bearings have total 


A new member of 
Reo's line of Gold 
Crown engines. It 
develops 68 hp. at 
2800 r.p.m. Gasoline 
line from pump is 
carried up in front 
of the engine and 
forward of exhaust 
manifold, then back 
to downdraft car- 
buretor 


length of 12 in. and bearing surface 
of 87.12 sq. in., more than ample for 
the heaviest loads the engine will be 
called upon to sustain. Oil is delivered 
to crankshaft, connecting rod and cam- 
shaft bearings entirely through drilled 
ducts. Internal oil pipe lines are not 
used. The pump is of the gear type 
and submerged. 

Intake valves are of chrome nickel 
and exhaust of silchrome alloy, oper- 
ated by chilled-head, mushroom-type 
lifters. Camshaft is driven by silent 
chain. Pistons are of aluminum alloy. 

The transmission and axles, like the 
engine, are Reo-built. The four-speed 
transmission provides the following 
gear ratios: 1.86 in third; 3.55 in 
second; 6.61 in first, and direct. The 
rear axle is of full-floating, spiral- 
bevel gear type with straddle-mounted 
pinion. Ratios of 5.28 on the 140-in. 
wheelbase model and 5.83 on the 164- 
in. are standard. In addition to these 
a ratio of 6.6 is available where service 
conditions justify. 

Easy riding is assured by exception- 
ally long, flexible springs, 40 x 2 in. 
front and 50 x 2% in. rear. Steering 
is by cam-and-lever-type gear. 

In common with Reo practice, brakes 
are of the two-shoe, hydraulic, internal 
type with master cylinders of the self- 
replenishing type. Contacting 14-in. 
drums in front and 15-in. rear, a total 
braking area of 246 in. is provided. 
The parking brake is of the external 
type with band contacting on an 8-in. 
drum mounted at rear of trans- 
mission. 


The value of appearance was not 
overlooked in design of this model. 
From an attractive pressed steel, V- 
type radiator shell with vertical grille 
and sweeping one-piece fenders to the 
cab and on to the end of substantially 
braced 7-in. frame, this new super- 
powered Reo Speedwagon possesses 
eye appeal and creates an impression 
of power and sturdiness. 
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AUTOCAR - FUIHHRMAN - ANTHONY 





Autocar |!/,-Ton Model R 


Pascoe MODEL R, latest addi- 
tion to the light end of that company’s 
line, succeeds present Model A in the 
1144-ton classification. Model A, how- 
ever, in releasing its position to the 
new arrival, has been changed to per- 
mit rating in the 1% to 2-ton class. 
The price of Model A remains at $3,200 
although the transmission is now a 
5-speed unit; side rail dimensions 
have been increased to 8 x % x 3 in., 
a Handy governor is specified, a G&O 
radiator is employed and a heavier 
Timken front axle replaces the old. 

Model R, the new 11-ton six, lists 
at $2,250 and is offered in three stand- 
ard wheelbases—159, 171 and 180 in. 
The engine is an Autocar 3% x 4%- 
in. six, developing 75 hp. at 2400 
r.p.m. It is mounted in unit with a 
Long clutch and a 4-speed Brown-Lipe 
transmission Model 234, one of the 
new interchangeable series. 

Final drive is through an Autocar 
Model SA spiral bevel rear axle hav- 
ing standard gear reduction of 5.22 
and an optional of 6.12. Service brakes 
are four-wheel hydraulic operating in 
cast-iron drums, while the parking 
brake is of the external type mounted 
on the transmission. 


Anthony Dump Body Shaker 


A DEVICE that automatically 


shakes materials clinging to dump 
body sides loose after the body has 
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Autocar I!/,-ton R 

lists at new low of 

$2,250 and comes in 
three wheelbases 


been raised to full discharge angle is 
offered by the Anthony Co., Streator, 
Ill. The unit is known as an Auto- 
matic Shaker and is furnished on all 
Anthony Pipeless Hydraulic Hoists, if 
desired, at no extra cost. 

The shaker, which is built within 
the hoist cylinder (see lower right end 
of cylinder) consists of a poppet- 





Anthony Shaker is 
built in piston of hy- 
draulic hoist. Cylin- 
der pressure is in- 
termittently reduced 
by poppet valve ac- 
tion of device 


type valve, the stem of which strikes 
the cylinder head when the piston 
reaches full stroke. As the piston 
travels slightly further from this 
point, a port in the piston opens, let- 
ting oil pass to the other side of the 
piston and back to the oil sump 
through a breather. Cylinder pressure 
then drops and the piston backs, which 
closes the port. Opening and closing 
of the stop valve at regular intervals 
causes pressure in the cylinder to al- 


Wheels are mounted 
on both ends of a 
stub axle supported 
by two semi-elliptic 
springs in the new 
Fuhrman semi-trailer 














































ternately drop and build up, which, 
of course, moves the piston back and 
forth and shakes the body. Degree 
of shake is controlled by varying the 
engine speed and it may be stopped 
entirely by disengaging the power 
take-off. 


Fuhrman Twin-Axle Trailer 


te new twin axle for semi-trail- 
ers recently perfected by the Fuhr- 
man Trailer Co., Canton, Ohio, is quite 
a departure from the conventional one- 
piece axle with dual tires. Instead of 
one axle, Fuhrman uses two 31-in. 
tubular axles, one on each side of the 
trailer. Each axle is mounted between 
two semi-elliptic springs mounted 
above each other. The springs are 
not shackled but are slip-assembled 





attached to the 


into two brackets 
under side of the frame side rail. 
Radius rods, which may be pivoted to 
either front or rear bracket, preserve 


axle position and alignment. The axle 
is carried in a spring chair which is 
U-clamped between the two springs. 
Wheels, mounted on both ends of each 
stub axle, are free to rotate like front 
wheels and, if desired, brakes can be 
placed in both of them. This design 
permits tires to conform to road in- 
equalities and distributes load equally 
between both tires. Irregularities are 
taken up by twist of the springs, which 
are designed to take care of differences 
up to 3 in. in approximately 30-in. 
tire centers. If one tire goes flat, the 
other takes the load. 

Another feature of this construction 
is the fact that spring centers are 
wider. In a trailer with a width of 
96 in. outside, the Fuhrman twin axle 
permits a spring center distance of 
60 in. against 38 in. in a conventional 
trailer with 10.50 dual tires. This re- 
duces sidesway of topheavy loads and 
thereby lessens overload and excessive 
side wall pressure on tires. 
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Federal 6-Ton 6-Wheeler 


A BIG brother has been added to 


Federal’s line of 3 to 5-ton six-wheel- 
ers. It is a six-tonner designated as 
Model T10SW. Like the other Federal 
single-drive six-wheelers, the driving 
axle of the new unit is placed at the 
rear with the dead axle ahead. The new 
unit carries a gross rating of 28,000 
lb. and is built in three wheelbases, 188, 
206 and 224 in., listing at $3,895, 
$3,945 and $4,045 respectively. Power 
is furnished by a Continental Model 
18R 4 x 4%4-in. six, developing 80 hp. 
at 2200 r.p.m., mounted in unit with 
a Brown-Lipe plate clutch and seven- 
speed Brown-Lipe transmission Model 
607. It has 20 x 7-in. ventilated disk 
wheels with 34 x 7-in. tires, duals on alt 
four rear wheels. The rear axle is a 
full-floating bevel drive Timken with 
a standard gear ratio of 7.8:1. Two 





inverted semi-elliptic springs are 
trunnion-mounted to each side of 
frame above and below driving and 
dead axles. Fish plates on the 7% x 
3% x \%4-in. frame are standard. 

As on other Federal six-wheel mod- 
els, six-wheel hydraulic brakes are 
provided. They are amplified by a 
vacuum booster and operate in cast 
alloy iron drums, 16 x 2% in. front 
and 17% x 4 in. rear. The parking 
brake is internal type, mounted on 
transmission. 

All spring pins connected with the 
rear axles of this unit and trunnion 
are mounted on Federal patented 
Reservoil bearings, which lubricate 
automatically. 


G.M.T. Trailer for T-18 


/ \ S a companion to its T-18 truck, 


of % to 2 tons capacity, General Mo- 
tors Truck Co. announces a new semi- 
trailer with wearing parts inter- 
changeable with those of the truck. 
The nominal capacity of this trailer, 
designated as Model TT-218, is 3 to 5 
tons. 

By using a one-piece pressed- 
steel frame of “fish-belly” construc- 
tion with a 6-in. drop and a length of 
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FEDERAL - TIMKEN BENDIX 





The last axle drives this new Federal six-wheeler 


14 ft., maximum load-carrying ability 
is obtained by placing 60 per cent of 
the body and payload weight on the 
trailer axle. Five pressed-steel cross- 
members of integral gusset type are 
used in the frame assembly. 
Shackles, shackle bolts, bushings, 
wheels and brake parts are inter- 
changeable with the regular T-18 
truck parts. Springs are 45 in. long 


Wearing parts of 
new G.M.T. 3 to 5- 
ton trailer are in- 
terchangeable with 
those of the I!/2-ton 
G.M.T.-18 truck 


and made up of eleven % x 2%-in. 
leaves. Power brakes are of the BK 
vacuum type. A parking brake, which 
is operated automatically when lower- 
ing the support wheels, can be sup- 
plied. 

The front supporting wheels are 
raised and lowered by a steel cable and 
lever arrangement actuated by a 
crank at the side. It is locked in 
either position by a dog. 

The lower fifth wheel is a GMT 
24-in. type, spring cushioned, semi- 
automatic type. The upper fifth wheel 
is integral with the frame and con- 
sists of a heavy steel plate across en- 
tire width of frame, extending back to 
second cross-member supporting a 
steel bolster and hardened king pin. 

Pressed-steel cross-sills, interchange- 
able with those on the truck, are used 
in the body construction. Stakes are 
set within the pressed-steel platform 
base, providing an integral rub rail on 


An axle for display 
only—a new Timken 
trailer axle with hy- 
draulic brake at left, 
Bendix right 


each side. A 42-in. stake and rack 
body or stake express body with a 2-ft. 
reinforced tailgate at the rear are 
available. 


Timken-Bendix Trailer Axles 


our companies in the brake field, 
Bendix, B-K, Westinghouse and Hy- 
draulic and the Timken-Detroit Axle 
Co., have joined forces in providing a 
line of trailer axles equipped with 
brakes which may be substituted for 
brakeless axles on trailers now in use. 
Demands of modern quick-moving 
traffic and state laws and regulations 
place brakeless trailers at a disadvan- 
tage, in fact thousands of them will 
be banned entirely this year by state 
laws. 

Timken-Detroit Axle Co. developed 
a trailer type dead axle which may be 
equipped with any desired type of 
Bendix or Timken brake. Substituting 
the new axle for a brakeless axle under 
a trailer provides brakes engineered 
for the work. 

Brakes systems used are Lockheed 
hydraulic, Bendix mechanical and 
Timken with power application by 
B-K vacuum booster or Westinghouse 
air. Brake boosters on both tractor 
and trailer can be operated by a valve 
in the brake pedal line. A relay valve 
applies brakes on all units in a tractor- 
trailer train at the same _ time. 
Boosters on hydraulic systems are 
coupled to master cylinder arms, on 
mechanical systems to cross shafts. 

Air brakes may be controlled by 
pedal or lever or both. Air hose is 
coupled in much the same manner as 
on railroad cars. Brakes are applied 
by air pressure acting on a diaphragm 
for each wheel brake. 
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STEWART DROPS TWO 
NEW 6S $200 EACH 





+ See Specifications on page 70 + 


| WO six-cylinder trucks, a 144-ton- 
ner for $795 and a medium duty 2- 
tonner priced at $995, just introduced 
by Stewart Motor Corp., Buffalo, 
N. Y., are an even $200 lower in price 
than current offerings of the company 
in the respective tonnage classifica- 
tions. The 1%-ton 42X is, in fact, 
listed at the same price as the 1-ton 
30X, and the new 2-ton Model 43X 
costs just as much as the 1%-ton 
40X A. 


+ See Specifications on page 64 + 





— T is presenting as a 
leader in its line for 1932 a new low 
priced 112-ton six cylinder truck. The 
price, which is $200 less than that of 
1%4-ton Model 216 B, is by far the low- 
est ever placed upon a Diamond T 
truck and is directly in the highly 
competitive low-price bracket of one 
and one-half tonners. This new model, 
moreover, is but the first of a new 
series comprising three other models 
of 2-ton, 3-ton and 4-ton ratings priced 
far below anything before offered by 
this truck manufacturing company. 





Tail pipes of muffler 
on Models 42X and 
43X are carried 
along frame to end 
of rear spring and 
discharged at angle 


Model 42X is powered by a Lycom- 
ing SA6, 3% x 4%-in., 224 cu. in. 
displacement engine developing 62 hp. 
at 2800 r.p.m., which is the same en- 
gine used in Model 40XA. Both cylin- 
der head and cylinder block are re- 
movable. Carburetor is a downdraft 
Zenith equipped with an air cleaner. 
Electrical equipment is by Delco- 
Remy. 

Engine of Model 43X also is a Ly- 
coming six SB with \%-in. more bore, 
providing piston displacement of 242 
cu. in. and developing 65 hp. at 2800 









r.p.m. This engine is the same as that 
of Model 50X, also rated at 2 tons. 

Standard wheelbase of the 14%4-ton 
Model 42X is 134 in., others available 
at extra cost are: 145 in. at $40, 160 
in. for $80, and 176 in. for $100. On 
Model 43X standard wheelbase is 145 
in. with 134 optional without extra 
charge, and 160, 176 and 190 in. offered 
for $40, $80 and $100 respectively. 
Frames measure 7% x 2% x 7/32 in. 
on both models. 

Unit - mounted four - speed Clark 
transmissions, Borg & Beck plate 
clutches, ‘Spicer universals and Salis- 
bury front axles are embodied in both. 

Four-wheel Bendix Duo-servo me- 
chanically operated brakes with front 
drum 14 x 2 in. and rear drums 16 x 2 
in. are common to the two models. 

Tires, listed in specifications table 
on page 70, are 6.50/20 single front 
and rear on the 14%4-ton model. Over- 
size balloons and dual rear tires are 
supplied at extra charge. On the 
2-tonner 6.50/20 front and dual rear 
tires are standard, and single rear 
tires or oversize balloons are extra. 

Although both rear axles are Clark 
full-floating spiral bevel gear units 
carrying straddle - mounted. pinions, 
1%-in. shafts and Timken bearings, on 
differentials there are differences. 
Ratio on the 144-ton truck is 5.6 with 
6.37 optional, while 6.37 is standard on 
the 2-tonner, with 5.6 optional. Radi- 
us rods are available on the 2-ton job 
at extra cost, otherwise drive and 
torque are taken through rear springs. 


DIAMOND T STARTS 


NEW 


Model 216, as the truck is designat- 
ed, is powered by the same Hercules 
JXA, 3% x 4%, six cylinder engine 
which has been used in the line for 
more than a year. Piston displace- 
ment of 228 cu. in. and torque of 143 
lb. ft. are relatively large in this classi- 
fication. Horsepower rating is 60 at 
2800 r.p.m. The crankshaft has 
seven main bearings 2% in. in diam- 
eter. Front end drive is by gears. 

Rear axle is a full-floating spiral 
bevel Clark B 373 E, with straddle 
mounted pinion. Wheel bearings are 
centered directly above road contact 
even with dual rear tires. Timken 


Model 210 truck 
equipped with op- 
tional dual tires, 
helper springs and de 
luxe Diamond T cab 


LINE Al $795 


rolier bearings are employed at diff- 
erential and wheel hubs. Transmis- 
sion is a Warner Gear T9. 

Diamond T continues in this model 
use of four wheel hydraulic brakes 
with drums of cast alloy iron. 

Both front and rear springs are 
carried in compression type rubber 
bushings, eliminating 12 lubrication 
points. Front springs, 42 x 2 in., are 
shackled at the front to reduce possi- 
bility of shimmy. Rear springs meas- 
ure 50 x 2% in. and include nine 
leaves. Four-leaf helper springs are 
available as special equipment. 

Standard wheelbase is 135 in., to 
accommodate bodies up to nine ft. in 
length and a special long wheelbase 
of 158 in. for 11 ft. bodies is available. 
Equipment includes steel cowl, front 
fenders and running boards. 

Standard tires are 5.50/20 front and 
single 6.50/20 rear. Dual rear tires 
are offered as extra equipment. 

Companion models of the series are 
Model 310, 2-ton, priced $995; Model 
410, 3-ton, $1595 and Model 510, 4-ton, 
listed $1995. Complete description 
and specifications of these models will 
soon be available, according to an- 
nouncement by C. A. Tilt, president. 
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oe, MARMON-HERRINGTON 


E 1932 series Model T32 Mar- 


non Harrington tree nasmors ore TIO HAS MORE POWER 


the first T32, which was described in 
the July, 1931, issue. Another change 
is use of Wisconsin double reduction 
Model 1737 axle, with 1727 optional, 
in place of the 1627 axle. 

Cylinders of the Hercules HXB en- 
gine, now employed, measure 5 x 6, 
an increase in bore of % in. over 
HXA previously used. The engine in- 
corporates twin spark ignition, down- 
draft carburetor and oil filter. 

Main transmission is a four speed 
Brown-Lipe 724 series in place of a 
714. Forward ratios of this unit are 
7.07, 3.79, 1.91 and direct. The com- 
pany - made, three-speed auxiliary, 
which is built into the transfer case 
for drive to front and rear axles, pro- 
vides an .739 overdrive, an almost 
direct ratio of 1.025 and reduction 
of 2.94. The combination obviously 
provides a total of twelve forward and 
three reverse speeds. 

The rear axle, which is a Wisconsin 
Model 1737, carries Westinghouse air 
brakes with slack adjusters, gun iron 
drums and Brakebloks. Ratios are 
6.33, 7.08, 7.98, 8.85, 9.975 and 11.347 
on Model 1727 axle and 8.05 and 9.15 
on axle Model 1737. Standard ratios 
are 8.85 and 9.15 respectively. 

Standard wheelbase is 199 in., trac- 
tor wheelbase is 181 in., and two long 
wheelbases, 217 and 235 in., also are 
available. 


NEW DOD 
PRICED 


+ See Specifications on page 64 + 


r \ SIX cylinder two-tonner priced 


at $795 and a longer wheelbase com- 
panion of the same capacity for $825 
are two recent additions to the G series 
of Dodge Brothers trucks. Model G 43 
designates the 136 in. wheelbase job 
and G 44 the longer, with 165 in. 
wheelbase, 

Both models carry maximum gross 
rating of 10,000 lb., and this provides 
a payload rating of approximately 
6000 lb., after deducting chassis weight 
of about 3000 lb. and body weight al- 
lowance of 1000 lb. With the exception 
of propeller shaft and universal joints 
G 43 and G 44 are practically the same. 

The engine, 3% x 4% in., has the 
same bore and % in. more stroke than 
that of engine in the 1%4-ton Model 
G 30, described in the February issue. 
it develops 73 hp. at 3200 r.p.m. and 
144 |b. ft. torque at 1200 r.p.m. The 
crankshaft is carried in four main 
bearings and includes four counter- 
weights. 

Assembled in the unit power plant 


- , 
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Two gasoline tanks 

placed outside the 

frame carry 150 gal. 

of fuel—about three 
drums 


Rear wheel brakes are effective on 
front wheels, as well, through the 
four-wheel drive line. Hand brakes 
comprise two 14 in. Tru-Stop disks, 
each with double shoes, and these also 
are effective on all four wheels in 
the same manner. 

When truck is loaded, top of frame 
is 42 in. from ground. Frame side 
rails measure 10% x 3 x % and are 
made of chrome-manganese steel. 
Gussets are 22 x 3% in. of flange 


GE 2-TON 
Al $795 


is a 10 in. dry single plate clutch and 
a five speed transmission. The rear 
axle is of full floating spiral bevel gear 
type with straddle mounted pinion. 
Chrome nickel steel tubes are pressed 
in and welded to an electric steel banjo 
housing. Standard ratio is 6.375. 
Brakes are four wheel hydraulic 
with shoes operating in cylinder iron 
drums, front 14 x 1% in., rear 16 x 
21%, in. Parking brake mounted on the 
propeller shaft is an external band 8 
in. in diameter and 2 in. wide. 
Propeller shaft on 136 in. wheelbase 
chassis is tubular 3% in. in diameter 
and the shaft on the 165 in. chassis is 


Stake body and cab 





type. Side rails are connected by X- 
type cross members and two 5 in. 
tubes. 

Front springs are 52 in. long and 4 
in. wide with 11 leaves, rear springs 
2 in. longer and the same width and 
13 leaves and rear semi-elliptic auxil- 
iary springs measure 34% x 4 in. with 
5 leaves. 

Tires which are mounted on Budd 
ventilated disk wheels are 10.50/24 
balloons single front and dual rear. 


of two-piece type, 2% in. diameter 
front and 3 in. rear. 

Standard equipment includes gov- 
ernor, front fenders and running 
boards, in addition to usual items. 
Bumpers are extra, front in black 
enamel listing $5.00 additional. 

Prices here quoted are based upon 
the “A” tire combination which is 
7.00/20 eight-ply front and dual rear. 
High pressure 32 x 6 front and dual 
rear or 32 x 6 front and single 34 x 7 
rear equipment is furnished for no 
additional charge. Balloon tires 


7.50/20 front and dual rear are sup- 
plied at extra cost. 











mounted on G 44 
chassis listed at 
$1,070 f.0.b. factory 
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It shivered a bit when it started. It wasa 
timid dollar, scared of crowds. 

When it got to the market-place, it saw a 
lot of signs. ‘‘Coats reduced.” ‘Shoes at 
a bargain.”’ “Hats at new low prices.” 

‘Do these signs really mean what they 
say?’ Dollar asked itself. “Because, if 
they do—” 

Just then, another dollar came along 
looking like a dollar-and-a-half, all dressed 
up in new clothes and carrying a big bas- 
ket of food. 

“Oh, I say,” cried the Timid Dollar, 
“how can you afford all these new things ?”’ 


“Ha, ha,” laughed the Dressed-up Dol- 
lar merrily, ‘‘go into the market-place and 
see !”” 

“Do those signs really mean what they 
say ?”’ asked the Timid Dollar. 


“Yes, they do! And the values are won- 
derful!”’ 


With that, the Timid Dollar ran to the 
market-place, and came back looking like 
a dollar-and-a-half, too. By the time the 
envious Stay-at-home Dollars got to mar- 
ket, the signs were down and the prices 
had all gone up. 






























The dollar you spend now is worth $1.50 
The dollar you save now is worth 75¢ 


Maybe that sounds ridiculous—but it’s true today. 


Compared with your 1929 dollar, your 1932 dollar 
will buy about $1.50 worth of such things as staple 
foods, clothing, furniture, radios, household appliances 
and automobiles, at present prices. 


But, if you keep your dollar, thinking it’s the same 
dollar you had two years ago, you'll find that it’s worth 
just about 75 cents. 






By spending your 1932 dollar, you not only get the 
things you need most at bargain prices, but you help 
provide a job for somebody who would otherwise have 
to depend upon charity. 

If you help put this other somebody to work, he can 
buy the things you or your husband makes or sells, and 
that will help you to have more dollars. 

Think about this when you are tempted to say, “No, 
I can’t afford that now.” 


THE NATIONAL PUBLISHERS’ ASSOCIATION 


“To use available income to purchase goods normally needed and in the replacement of which labor 


is employed, is a condition precedent to any hopeful program to constructively increase employment.” 


From the Recommendations of the Committee on Unemployment Plans and 
Suggestions, of the President’s Organization on Unemployment Relief. 
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Tue American Cable Co., Inc., Bridgeport, 
Conn., has redesigned its Tru-Stop disk type 
parking brake for trucks and buses. The 
new brake is more compact than the old one 
and gives ample clearance for power take- 
offs. Relining of shoes has been greatly 
simplified by making shoe removal and ad- 
justment relatively easy. Careful attention 
has also been given to the kinds of metals 
best fitted for the different parts making up 


TOOL STAND 


Tans new triple-duty portable tool 
stand was designed by Lyon Metal 
Products, Inc., Aurora, IIl., to store 
tools, carry them to the job and serve 
as a utility workbench at the job. It is 
28 in. wide, 18 in. deep and 34% in. 
high. Standard equipment includes a 
large drawer, rack for connecting 
rods, valves and valve guides, two 
shelves, brackets for floor boards and 
mats, and casters. The price is $12.50. 
Without equipment price is $4.80. 


ST. PAUL HOIST 


A N underbody hoist for trucks having a rated capacity 
of 7% tons is being offered by the St. Paul Hydraulic Hoist 
Co. It is known as Model 95 UB. Hydraulic power is used 
to pull the body into dumping position. The principle in- 
volved is simple—as the piston rod moves forward, rods 
attached to its head pull the short legs of levers, swiveled 
to brackets on the body sills, which raise the longer legs 
of these levers. The longer legs of the levers are attached 
to the body through two short legs. When raising, links 
on the pull rods engage with two teeth on the short legs 
of the levers. 








NEW TRU-STOP EASES RELINING 





the brake. The brake consists of a ventilated 
disk mounted on the transmission main shaft 
where it projects from the housing and a 
pair of shoes that are applied to opposite 
sides of the disk with uniform pressure by a 
simple mechanism connected directly to the 
operating lever. The brake shoes are sup- 
ported on levers pivoted to a bracket which is 
secured to the transmission housing. Disks are 
high carbon forgings, shoes malleable iron. 


GAS PRIMER 


starting of engines has just been intro- 
duced by The Linde Air Products Co., 
N. Y. It is known as the P-O-L Primer 
and introduces acetylene, a highly com- 
bustible gas, into the cylinders of the 
engine. It is easily installed and con- 
sists of a special stem type brass 
primer valve, a pressure regulator and 
10 ft. of tubing. It is mounted on the 
intake manifold, fed from a tank and 
operated by a pull wire. 


U.A.B. MAGNE IO 


A NEW ignition system for trucks in heavy duty fast 
service has been developed by the United American Bosch 
Corp. It is known as the Rapid Transit Magneto and in- 
cludes three types of six-cylinder magnetos. The JR-6 
which is for use on engines with a single ignition system, 
the JRD-6 which is equipped with dual ignition operating 
on one set of spark plugs, and the JRZ-6 for use on engines 
with both battery and magneto ignition having two spark 
plugs per cylinder operating simultaneously. High tension 
distribution by a timer type distributor and a stationary 
interrupter operated at 1/3 regular speed are features. 
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Left: St. Paul's 7!/2- 
ton underbody hoist. 
Operation is con- 
trolled by two levers 
located in the cab 


Right: Bosch Model 
JR& magneto incor- 
porates many new 
features of design 
and construction to 
reduce ignition ills 
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New Fruehauf light weight 
large capacity semi-trailer 


Blocks of live rubber support 
lower plate and king pin 


FRUEHAUF CUTS DOWN TRAILER 
WEIGHT AND FLOATS COUPLERS 


A S a result of considerable re- 


search conducted during the year of 
1931 by the Fruehauf engineering 
department, many new improvements 
designed to give more satisfactory and 
profitable service to operators have 
been incorporated in Fruehauf’s large 
line of products. Besides building 
major improvements in its automatic 
and manual couplers, refining and 
beautifying body design this Detroit 
company is introducing a new line of 
4-wheel trailers and an entirely new 
model semi-trailer. 

Fruehauf’s major improvement is a 
new floating coupler, a rubber mounted 
fifth-wheel now supplied as standard. 
In this new model molded blocks of 
live rubber replace the usual draft 
springs. The rubber is molded around 
a steel shackle fastened to the pivot 
pin and carried in a special housing. 
Semi-trailer and tractor truck are 
insulated by these rubber blocks so 
that there is no metallic contact be- 
tween units. The full load and all 
side and end thrust are cushioned by 
the rubber. This method of cushion- 
ing not only saves weight and elim- 
inates many working parts but also 
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Front Insweep of Frame 
of New Four-Wheel Trailer 
Gives Short Radius 


absorbs shocks of starting and stop- 
ping more smoothly and efficiently 
and provides greater running smooth- 
ness because of flexible action of the 
rubber in all directions. 

The manual coupler is further im- 
proved by a new and_ simplified 
coupling and locking mechanism, which 
also eliminates working parts, saves 
weight and adds greatly to ease of 
operation. Coupling action is auto- 
matic and locking positive. Un- 
coupling is quickly and easily accom- 
plished by pulling a convenient handle 
on the front of the coupler. When 
trailer is uncoupled it is all set and 
ready for automatic coupling again. 

The new line of narrow pressed steel 
frame four-wheel trailers just intro- 
duced by Fruehauf represents another 
important advancement in trailer de- 
sign. These new trailers have a 
small drop in the frame just to the 
rear of the front wheels. This drop 


Left: This manual coupler un- 
couples and locks automatically 


Below: Front insweep of rails 
shortens the turning radius 
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allows for front wheel clearance and 
by lowering the rear portion of the 
frame the need for a built-up sub- 
frame for the rear wheels is elim- 
inated. This construction not only 
saves considerable weight but lowers 
the center of gravity of the unit. Of 
even greater interest is the insweep 
of side members over the front gear, 
which permits a greater cramping of 
the front wheels, thereby materially 
decreasing turning radius and giving 
greater maneuverability. 

The new model semi-trailer offered 
by Fruehauf was designed to provide 
operators with a unit of greater ca- 
pacity than the company’s light 
models but less than their heavies. 
It is built in two models, manual and 
automatic, and various lengths. 
Frames are automotive type pressed 
steel with a small drop just back of 
the tractor-truck wheels. Side mem- 
bers back of the drop are 10 in. deep. 
Two sets of outriggers to replace for- 
ward body sills and auxiliary springs 
to cushion the load are standard equip- 
ment. 

Improvements in body design and 
construction have kept pace with 
chassis improvements. The _ round 
front end body introduced by Frue- 
hauf in 1929 for van service has been 
extended to other vocations. Frue- 


hauf new body specifications place 
particular stress on appearance, light- 
ness, sturdy construction and built-in 
conveniences and refinements. 
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AUTOMOTIVE FLASHES 


Freeman Reorganizes 


Reorganization of the Freeman 
Motor Truck Co., under name of Free- 
man Quadrive Corp., has been com- 
pleted with Major Bollstrom, presi- 
dent and general manager; Lewis C. 
Jarrendt, vice-president and_ treas- 
urer, and William F. Dick, sales and 
advertising manager. The factory has 
been moved into the former plant of 
the Eaton Axle Co., Pontiac, Mich. 


A Cool Combine 


Solid Carbonic Co. and Dry Ice 
Corp. of America, pioneer makers and 
distributors of solidified carbon-diox- 
ide (CO,), have merged. The com- 
bination controls more than half of 
production. Greater activity and dis- 
tribution was the purpose. 


Rail Profit from Trucks 


Annual report of Boston & Maine 
railroad states that the net financial 
results of bus and truck operation in 
1931 were the most satisfactory of any 
year. Profit for the year after inter- 
est and depreciation was $19,328. 


Turn About is Fair Play 


New Jersey has just enacted a new 
law granting to motor vehicles from 
adjoining states reciprocal privileges 
of the same pattern granted New 
Jersey. 


Don't Break Bridges 


The Pennsylvania Department of 
Highways has warned truck operators 
to heed weight and speed limitations 
posted on highway bridges with the 
promise of liability in event of damage. 


Hansen Catalog 


A. L. Hansen Mfg. Co., Chicago, just 
brought out a new catalog containing 
a complete list of body hardware, in- 
cluding latest designs for refrigerator 
bodies. Views of actual application 
make the catalog a valuable record. 


March Truck Sales 


March factory sales of trucks made 
in U. S., according to the Bureau of 
Census, were 19,560, compared with 
23,308 in February, 45,161 in March, 
1931, and 65,466 in March, 1930. 


Reciprocal Trucking 


_ A national motor freight truck serv- 
ice to shippers has been formed under 
the name of Reciprocal Truck Oper- 
ators Association, with headquarters 
at 819 Bankers Bldg., Los Angeles, 
Cal. It consists of a group of certifi- 
cated truck lines operating under a 
reciprocal relations plan in all large 
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centers of distribution with a store 
door-to-door pick-up and delivery sys- 
tem. Individual identity of members 
will not be given up. Each will be 
assessed a nominal charge to defray 
clearing house expense. 


Rail Trucking Spreads 


Chicago railroads, through the Rail- 
way Express Agency, are extending 
their highway trucking business 
beyond the Chicago terminal field. 
The new service will radiate from 50 
to 100 miles from the city. 


Samuel A. Miles 


Samuel Arthur Miles, 70, veteran 
manager of the National Automobile 
Shows in New York and Chicago, died 
April 25, following a stroke of apo- 
plexy at his sister’s home in Bristol, 
England. He was making his annual 
visit to his boyhood home in Wales. A 
month ago Mr. Miles submitted his 
resignation as show manager of the 
National Automobile Chamber of 
Commerce, a position he held since 
the Chamber was organized in 1914. 

He first became affiliated with the 
automobile industry as editor of Motor 
Age in 1901. In 1903 he became gen- 
eral manager of the National Associa- 
tion of Automobile Manufacturers. In 
1912, when N.A.A.M. and the Automo- 
bile Board of Trade amalgamated as 
the National Automobile Chamber of 
Commerce, Mr. Miles became the first 
general manager of the N.A.C.C., but 
after a year he relinquished that post 
to Alfred Reeves and devoted all his 
time to management of the two Na- 
tional Shows. 


Virginia Goes Berserk 


New motor vehicle laws enacted by 
Virginia provide for insurance of cer- 
tificates to interstate carriers, a tax 
on all rolling stock of motor carriers, 
regulation of common carriers, raising 
of registration fees on vehicles of 2% 
tons or more, limitation of commercial 
vehicle entry into state to three trips 
per year and only under permit. 








PERSONNEL CHANGES 


Frank Kalas, formerly district man- 
ager, has been advanced to the post of 
assistant sales manager of The Elec- 
tric Storage Battery Co. (Exide). 





@H. L. White, manager of Autocar 
branch in Pittsburgh, has been trans- 
ferred to Philadelphia, succeeding 
A. M. Bates, who has been trans- 
ferred to the National Accounts Divi- 
sion in New York. W. W. Smith, De- 
troit manager, succeeds Mr. White at 
Pittsburgh, and D. M. Murry, sales- 
man, takes over Mr. Smith’s former 
post. A newcomer in the organization 
is J. O. Warner, formerly with Indi- 
ana and Federal, as manager of the 
St. Louis branch. 


J. D. Burke, who has been connected 
with various divisions of the Chrys- 
ler organization, has been elevated to 
truck sales managership of Dodge 
Bros. Corp., succeeding W. S. Graves, 
whose new office has not yet been an- 
nounced. 


J. P. Little has been appointed vice- 
president in charge of truck sales for 
the General Motors Truck Co. He suc- 
ceeds O. L. Arnold, who has been 
transferred to staff of Richard H. 
— vice-president in charge of 
sales. 


€ Col. George A. Green, vice-president 
of General Motors Truck, in addition 
to his duties as manager of engineer- 
ing, has been placed in charge of 
manufacturing operations, succeeding 
Frank V. Hadas, resigned. 


George Wilcox, formerly sales pro- 
motional of Federal Motor Truck Co. 
and more recently with George Har- 
rison Phelps advertising agency han- 
dling Reo truck account, is now assist- 
ant to T. R. Lippard, president, Stew- 
art Motor Corp. 


©J. H. K. Whiting, formerly truck 
sales manager of Thornton-Fuller, 
Philadelphia, Dodge Bros. distributors, 
has been transferred to Lancaster as 
general manager of W. C. Mellon, Inc. 
F. S. Hovey succeeds him in the Phila- 
delphia organization. 


Guy H. Billings, for 17 years pur- 
chasing agent for FWD, is now assist- 
ant general manager of the company. 
He will retain the title of purchasing 
agent. 


Walter S. Foster has been elected 
a director of the Reo Motor Car Co., 
succeeding William Robert Wilson, re- 
signed. 


©Victor Kliesrath, chief of engineer- 
ing division of Bendix Aviation Corp., 
was elected to the board. 


Edward H. Kocher was elected 
president and general manager of the 
Bijur Lubricating Corp. 
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Domestic New Truck Registrations by Makes and Months 
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Michigan legislator who introduced a 
bill to reduce the height of trucks 
merely because a moving truck from 
which a bedspring protruded tore down 
a telephone wire in front of his house. 
Merely because of a faulty loading 
job he would penalize the entire indus- 
try in the state and cost hundreds of 
other innocent operators thousands of 
dollars. In Texas a new law rules 
motor equipment worth millions of 
dollars off of the highways. In the 
Houston district it is estimated that 
equipment worth a million and a half 
dollars is obsoleted by new Texas law. 

In short, 49 states including the Dis- 
trict of Columbia have erected 49 bar- 
riers preventing free circulation of 
motor vehicles from one state to an- 
other. By so doing they are increasing 
the cost of transportation; they are 
hampering efforts to reduce the cost 
of manufacture, which reduction would 
be passed on to the truck operator and 
then on down to the shipper and to the 
ultimate consumer. For with the con- 
flicting regulations it is obviously im- 
possible to bring about a standardiza- 
tion of truck sizes and equipment pos- 
sible if regulations. were uniform. 

During 1931 the automotive indus- 
try gave employment to 9% per cent 
of the “gainful workers” in the United 
States, employing 3,197,000 directly 
and 925,000 indirectly—4,022,000. 

In spite of the fact that business 
has been facing one of the most critical 
periods it has ever met, the automotive 
industry has taken a high sense of 
responsibility and has operated fre- 
quently without hope of profit when 
by all rules of good business operation 
the plants should have been closed. 
This was done, however, to maintain 
payrolls and to avoid need of a dole. 

But, regardless of all of this, opera- 
tors are constantly facing attempts of 
state legislatures to increase gasoline 
taxes, weight taxes and mileage taxes 
on trucks and buses and in addition 
the Federal Government is attempting 
to burden the industry still further 
with a sales tax. Also talk is heard 
of a Federal gasoline tax. This is a 
duplication of state taxes, with which 
the industry and operators should not 
be burdened. Both the automotive in- 
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dustry and operators are bearing all 
they can stand. Any further increase 
in taxes is equivalent to confiscation. 
Any further increase in taxation 
will strike where it will hurt—at the 
farmer, at the small business man. 
Statistics show that 26 per cent of all 
trucks are owned by farmers and that 
85.8 per cent of all trucks are owner- 
operated. This means that increased 
taxes will strike the man of small 
means, the man who can ill afford to 
pay; that it will strike at the farmer 
who, all admit, is sorely in need of 
relief and can ill stand any oppression. 
The situation is one that cries out 
for action. Manufacturers and opera- 
tors of motor vehicles must get to- 
gether and stick together to defeat 
attempts to sandbag our business. 


.C.C. Asks Congress for 
‘Partial’ Truck Regulation 
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operations performed by them and 
make such reports as the commission 
may reasonably prescribe. 

For the present no requirements 
should be made regarding the qualifi- 
cations of drivers, hours of service of 
employees, and the size, length, weight 
of load, and speed of motor vehicles 
operating interstate for hire. 

Participation in through routes and 
through rates between common car- 
riers by motor truck and common car- 
riers by railroad and by water should 
be authorized but not required. 

Freight-forwarding companies and 
express-freight companies should be 
subject to interstate commerce act. 

Jurisdiction to administer these 
regulations should be vested in the 
commission with directions to refer 
specific matters to state bodies. 

Commissioner McManamy con- 
curred in part. While expressing a 
belief in interstate truck regulation he 
stated he was not convinced that the 
Federal Government should regulate 
or that it could effectively do so. He 
argued that if rails are given the right 
to supplement their service by the use 
of motor vehicles on the same terms 
as motor-truck operators, and the de- 
sire to render complete service exists, 
coordination will follow as the day 
follows night. Commissioner Lee 
joined him in this expression. 


Commissioner Lewis, concurring in 
part, desired more data on which to 
base advances in regulation. He would 
require interstate operators to file 
minimum rates and charges or their 
tariffs, and to take out an interstate- 
commerce vehicle-license plate to pro- 
vide expenses of administering law. 

Congress should provide an im- 
partial and authoritative investiga- 
tion of “subsidized competition,” and 
desirability of uniform regulations af- 
fecting public safety (size, weight and 
speed restrictions). 





Oil Change Is a Bugaboo 
But It Can Be Controlled 
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sity for lubricating chassis parts, to a 
greater extent than has obtained here- 
tofore, but we feel that a careful study 
of service and repair costs should be 
included in decisions on this point. 
For example, we have disposed of 
shackles and pins requiring lubrica- 
tion on both ends of truck springs but 
have acquired in their place radius 
rods, which require some lubrication, 
suffer rather rapid wear and need 
more expensive repair than spring 
shackles and pins when they are prop- 
erly attended and lubricated. 

We have secured automatic and con- 
stant lubrication for most of our chas- 
sis parts, including water pumps. 
While not exactly ideal we believe that 
our efforts have resulted in an im- 
provement over the original designs. 

Undoubtedly lubrication engineers 
can determine upon a smaller number 
of satisfactory oils and greases than 
are presently required for proper 
lubrication. And if oil companies 
would cooperate, still more could be 
accomplished along this line. But I 
have no doubt that were the number 
of oil types reduced by such collabora- 
tion the sales departments of some of 
the oil companies would immediately 
create at least one or two additional 
grades with attractive selling points 
in order to provide themselves with a 
little competitive advantage. For that 
reason I believe more good can be ac- 
complished by truck users and truck 
manufacturers working out the lubri- 
cant question together. If this could 
be done oil companies could be per- 
suaded to give us what we want. 
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The Only Safe Way 


Do you own any trailers which are 
not equipped with brakes? 

Here’s an easy, practicable low 
cost way to modernize them—equip 
them with Timken Trailer Axles. 

You can get axles for any type of 
trailer. You can get expert assistance 
on installation. You can get them at 
moderate cost. 

And the on/y safe way to put brakes 
on a trailer is to substitute new axles. 


The chances are the original axles 


were not designed to withstand the 
stress of braking torque. 

To assure correct hook-up of any 
type of brake, and any type of power 
application, Timken Trailer Axles 
for trailer conversion are distributed 
exclusively by the authorized dis- 
tributors of the Bragg-Kliesrath 
Corporation and the Bendix West- 
inghouse Automotive Air Brake 
Company. Get in touch with your 


nearest distributor. 


THE TIMKEN-DETROIT AXLE COMPANY, Detroit, Michigan 
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How Should Truckmen 
Classify Commodities? 
CONTINUED FROM PAGE 29 


Sometimes the rates are made by 
weight groups, with rates applying to 
all shipments in packages up to 15 lb., 
higher rates on packages between 16 
and 50 Ib., still higher rates on those 
between 51 and 100 lb., and so on. 
This plan has two serious limitations. 
It does not reflect differences in the 
character of the freight, and it ignores 
the fact that the proper basis of 
freight charges is not the package 
unit but the shipment. A shipment of 
100 Ib. in a single package should pay 
the same rates, as a general rule, as 
two or three packages of the same 
total weight—all other factors being 
equal. This is the established prac- 
tice among railroad and water carriers, 
and experience has proved the practice 
to be economically sound. 

A smaller number of motor carriers 
use a commodity-group system of 
classification. This system can be 
used to any advantage at all only by 
carriers who specialize in the trans- 
portation of a limited number of com- 
modities. Rates are fixed upon certain 
articles and all similar articles are 
given the same rates. For example, 
rates are fixed upon petroleum, oil in 
barrels and all similar articles such as 
gasoline, kerosene, greases, and a 
number of other articles are given the 
same rates. Another commodity rate 
group includes every kind of dry 
goods; another all types of wooden- 
ware; while another group includes 
all kinds of iron or shell products. 

A few motor freight carriers whose 
rate and classification practices have 
been examined in the course of this 
study fix rates which are based solely 
upon the amount of space in the truck 
occupied by the goods. Rates are set 
at fixed amounts per 100 lb. with the 
proviso that a certain number of cubic 
feet of space occupied by the freight 
will be considered as 100 lb. regard- 
less of the weight of the shipment. If, 
for example, rates assessed upon a 
space basis of 2 cu. ft. are considered 
by the carrier to be a fair equivalent 
of 100 lb. of weight, then a shipment 
measuring 4 ft. in length, by 1 ft. in 
height, and 1 ft. in width, or 4 cu. ft., 
would be charged at the rate for 200 
Ib. despite the fact that it weighs but 
100 Ib. 

This system has merit in that it 
recognizes the very important fact 
that a motor carrier has only a limited 
number of cubic feet of vehicle ca- 
pacity and that his service is measured 
in space-miles. He must get adequate 
revenue from the available space and 
to do this he must avoid transporting 
goods at rates based upon weight, 
when the articles occupy a large 
amount of space in proportion to their 
weights. It is a weak system in that 
it considers only size and bulk and 
does not take into account other very 
important classification factors. 

A very large number of motor 
freight carriers follow the system of 
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classification used by the railroads in 
the territories in which they operate. 

The use of railroad classification has 
several very great advantages. Ship- 
pers are familiar with railroad classi- 
fication practices, and the motor car- 
riers need not take the time and effort 
to work out a fair and comprehensive 
freight classification system which is 
already available from the railroads. 
Use of the railroad classification also 
puts truck, rail and steamship rates 
upon a more nearly comparable basis 
when the same classification is used 
by all types of carriers. 

There is this pertinent objection, 
however. The railroad freight classi- 
fication, and the rules and ratings of 
articles under this system have been 
developed to meet the needs of rail- 
roads and to reflect transportation dis- 
tinctions among commodities, which 
may have slight or no significance in 
motor transportation. The system is 
not “tailor-made” for the motor car- 
rier but a ready-made garment which 
at times may only fit in spots. The 
system used by railroads when ap- 
plied to trucks may in some cases 
provide rules and regulations ob- 
noxious to shippers. The railroad 
freight classification may provide too 
many class ratings. For example, the 
Official Classification provides eight 
classes, whereas the motor carrier may 
wish to recognize four. 

This difficulty is sometimes circum- 
vented by motor carriers through the 
use of the railroad classification with 
exceptions and modifications in the 
rules and regulations to suit their re- 
quirements. The number of classes 
may be reduced by grouping the ar- 
ticles in several railroad classification 
classes into one class. 

A large system of connecting motor 
carriers in the Middle West uses the 
Official Classification with certain al- 
terations in its rules and by grouping 
the eight railroad freight classes into 
four classes as follows: 





Official Classifications 
as used by Railroads 1 2 





Classification. The classification is a 
copyright and cannot be used by other 
carriers which do not participate in its 
publication. Therules and regulations 
of the classification and its class rat- 
ings govern in all cases excepting in 
cases where commodity rates are pub- 
lished in the individual tariffs of the 
motor freight carriers who are parties 
to the classification. The publication 
of the classification is regulated by 
the California Railroad Commission. 
Motor freight carriers obtain authority 
from the commission to file their 
tariffs subject to the rules, regulations 
and ratings of the Monroe Classifica- 
tion. Four numbered classes and a 
number of multiple and fractional 
class higher than first class are pro- 
vided by the classification. 

The laws of the State of Washing- 
ton require common carriers in motor 
freight service to publish and file 
tariffs of rates and charges, and com- 
pel the use of a system of freight 
classification when the business of the 
carriers is sufficiently extensive to re- 
quire the use of a freight classifica- 
tion. 

A uniform classification is _pre- 
scribed in such cases by the Depart- 
ment of Public Works of the State of 
Washington, the state administrative 
department having jurisdiction over 
intrastate motor highway transpor- 
tation. All carriers engaged in this 
service are required to file with this 
department their freight tariffs which 
are governed by this classification. 

This classification, like the Monroe 
“Ship By Truck” classification, pro- 
vides for four numbered classes: 
first, second, third and fourth; and in- 
cluding a number of classes higher 
than first class, one and one-half times 
first class, two times first class, two 
and one-half times first class, three 
times first class, four times first class, 
five times first class, six times first 
class, and up to ten times first class. 

The actual ratings of the articles 
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as modified by Motor 
Freight Carriers. .... 1 











2 and Rule 25 





3 and Rule 26* 





4,5 and 6 





The pioneer in the field of building 
special classifications for groups of 
motor freight carriers is Lewis A. 
Monroe, of Los Angeles, Calif. He, 
as agent for a number of Pacific coast 
motor carriers, publishes Monroe’s 
“Ship By Truck” Freight Classifica- 
tion. This is now a comprehensive 
classification designed especially to 
meet the peculiar needs of motor 
freight carriers. It lists, describes, 
and rates several thousand com- 
modities which are offered to motor 
carriers for transportation. It is used 
by motor carriers whose individual or 
joint tariffs are published showing 
that they are governed by the Monroe 





are generally similar to those in Mon- 
roe’s Classification, except that the 
classification is not so detailed. 

The shipping rules and regulations 
are somewhat different, however, and 
some are worthy of note. 

Rule 1 provides that whenever a 
truckload (or less than truckload) 
commodity rate is established it re- 
moves the application of the class 
rates to or from the same points on 
that commodity. 

Rule 2 states that freight of an 
extra bulky character will be charged 
for on a measurement basis of one- 
fourth of the fourth class rate for each 
TURN TO PAGE 48, PLEASE 
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Wheelbase Lengths 
160”, 170’, 180’, 196", 226", 241” 


Honest Trucks - - - Honestly Rated 






Honestly Priced 


Stewart’s long established leadership in truck 
value is again evident in 1932. Handsomer in 
appearance, more rugged, more powerful, the 
1932 Stewarts are marked by improvements in 
engineering principles and design that place 
them far in advance of all truckdom. 


If you are looking for a truck that will stay on 
the road and out of the repair shop —whose 
average life is 5 years or more — see the 1932 
Stewarts. They are honestly rated, honestly 
priced, honestly built for many years of constant, 
faithful service. If your trucking requirements 
demand many miles per day, you will find the 
new Stewart 8’s unequalled for performance, 
economy and dependability. Free Catalog upon 
request, 





MOTOR TRUCKS 
STEWART MOTOR CORPORATION 
BUFFALO, N. Y. 
Cables: Codes: Acme, Bentley’s (Complete Phrase) 


Stewartruk-Buffalo Bentley’s (Second Phrase), Universal Trade 
Code, A.B.C. 5th Imp. (5 and 10 letter) 








3 NEW 


Stewart Ss. 


2*; ton—$2390 Chassis 
3 ton—$2990 Chassis 
3*5 ton—$3990 Chassis 








MODELS pees 
assis 
Bevel Axle Polane 


ton, 4 Cylinder......$ 695 
ton, 6 Cylinder...... 795 
ton, 6 Cylinder...... 995 
ton, 6 Cylinder...... 1195 
ton, 6 Cylinderv...... 1695 
ton, 6 Cylinder...... 1990 
ton, 8 Cylinder...... 2390 
ton, 8 Cylinder...... 2990 


Worm Axle 


*3  ~ton, 6 Cylinder......$2690 
*3% ton, 6 Cylinder...... 3690 
*3% ton, 6 Cylinder...... 3990 
*3% ton, 8 Cylinder...... 3990 
*5 ton, 6 Cylinder...... 5190 
*7 ton, 6 Cylinder...... 6190 


*Double Reduction or Worm 
Rear Azle Optional 


All Prices f.o.b. Buffalo, N. Y. 


to 


aA ~ 
to> to 


wnhnnnnNnreF 





Honest Trucks-Honestly Rated -Honestly Priced 


The Commercial Car Journal 





May, 1932 













































48 


An Engineer Eyes 
the Future Truck 


CONTINUED FROM PAGE 23 


Functions of control afford another 
field where need for change seems de- 
sirable. Some details have already 
been touched on, but the subject mer- 
its more detailed treatment. With the 
greater loads and higher speeds and 
larger mileage covered per trip or per 
day, it is imperative that control of 
the vehicle be made as easy for the 
operator as possible. Large section, 
low pressure pneumatic tires have 
made steering a harder problem. De- 
velopments in steering gears have 
been satisfactory so far, but it is prob- 
able that heavier front wheel loads 
will be demanded which will require 
still further improvement in steering 
apparatus. This brings up the ques- 
tion of power steering. Considerable 
work has been done in this direction, 
but much more is needed before pow- 
er steering can be considered accept- 
able. While present types give satis- 
factory results at slow speeds, control 
at operating speeds is uncertain and 
it would seem that graduation of pow- 
er assistance in inverse relation to ve- 
hicle speed is a necessity. 

Outside of mechanical limitations 
of the friction clutch and sliding gear 
transmission, which has been referred 
to, operation of this mechanism from 
a control standpoint leaves much to be 
desired. This is particularly true in 
city operation, both of buses and 
trucks. In the bus, the electric trans- 
mission system has had its greatest 
acceptance in this field, but there is 
still ample room for improvement. 
It is much easier to set up the ideal to 
be sought after than to outline means 
for realizing it. 

The importance of braking needs no 
emphasis. It can probably be best 
analyzed by separating consideration 
into two parts, operation and energy 
absorption. For heavy duty vehicles, 
air control is gradually being devel- 
oped to a point that leaves little room 
for criticism. Elimination of mechan- 
ical connections, provision of means 
for operation of trailer brakes, equal- 
ization of pressure to the various 
brakes and ease of operation, are all 
most desirable features. On the other 
hand, while great improvements have 
been made in brake mechanism, in- 
cluding drum material, friction facing, 
etc., there is still much to be done. 
In the first place, the conflict between 
the tire and brake to occupy the same 
space, continues with unabated fury, 
and if the extreme low pressure tires 
recently proposed for passenger cars 
can be accepted as an indication of 
what the future holds in store, the 
brake is out of luck. For short appli- 
cation in ordinary operating condi- 
tions, the present brake works satis- 
factorily, but there is no doubt that 
for control on down grades, the 
amount of energy that must be han- 
dled is too great for present mecha- 
nism or indeed for any conceivable 
mechanism of the present type that 
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can be incorporated within the avail- 
able space. It would seem that what 
is necessary is a design which will 
provide for the dissipation of heat as 
fast as it is generated as nearly as 
may be. One scheme of this sort has 
already been referred to. 

The improvement in roads and the 
development of pneumatic tires has 
greatly improved the riding quality of 
all vehicles. Nevertheless, it would 
seem that a radical departure from 
present spring suspension might result 
in improvement in riding together with 
a lessening of weight, complexity and 
cost. I cannot tell you how this can 
be done and know of no present de- 
velopments that are promising. 

In the statements made so far, I 
have tried to keep within reasonable 
limits although I have no doubt that 
there are many points open to attack. 
Possibly, as some compensation, I may 
now be permitted to roam farther 
afield. 

It may be interesting to set up some 
ideals which seem as remote as some 
of the outposts of the universe which 
our astronomer friends talk about. 

Starting on this journey, by taking 
the powerplant, what we want is an 
engine in which the mechanical mo- 
tions are all rotary; in which gases 
at relatively high temperatures and 
pressure do not come in contact with 
parts of the mechanism, which cannot 
be provided with direct means of elimi- 
nating heat, in which the operating 
temperature can be maintained at the 
most favorable point throughout the 
operating range of speed and load and 
which will have the same efficiency 
both mechanical and thermal over this 
same range. It should also be possible 
to exert full torque over the speed 
range from zero to maximum. The 
power from the engine should be de- 
livered to all of the wheels in direct 
relation to the traction they have with- 
out the use of mechanical universal 
joints or differentials. The body and 
chassis should be incorporated in one 
structure so that advantage could be 
taken of the stiffness it is possible to 
develop in a structure of this form. 
The wheels should be independently 
sprung to the structure by means of 
a system which would automatically 
adjust itself to all conditions of load, 
speed and road. The control should 
consist only of a means of steering 
to be operated by hand and one pedal 
for starting and varying the speed and 
another for controlling the brakes. 

As I look over these specifications, 
I get the uncomfortable feeling that 
I am talking about a horse, possibly 
on roller skates, so before I give the 
whole works, I will stop this journey 
into the future. 


How Should Tessie 


Classify Commodities ? 


CONTINUED FROM PAGE 46 . 


cubic foot of space occupied, if such 
method creates a greater charge. 

Rule 6 governs packages containing 
freight of more than one class, pro- 






vided that such mixtures shall be 
charged for on the basis of the highest 
rated article contained. 

Rule 7 provides that the rates quoted 
include the delivery of the goods from 
the truck up to, but not exceeding, a 
distance of 12 ft. from the tailgate of 
the truck. 

Rule 9 states that carriers will not 
accept a shipment from more than one 
shipper, or when billed to more than 
one consignee. All shipments must be 
billed from one consignor to one con- 
signee. 

Rule 12 stimulates that freight 
liable to damage other goods need not 
be accepted for shipment. 

Freight classification, as has been 
previously pointed out, is a process of 
segregating analogous articles into a 
limited number of rating groups for 
rate making purposes. This segre- 
gation process must not be arbitrary 
if discrimination is to be avoided. 

The factors affecting the nature of 
the articles and those connected with 
the commercial characteristics de- 
termine to a considerable degree the 
value of the transportation service to 
the shippers or owners of the goods; 
while the transportation factors de- 
termine in large measure the cost of 
performing the service. A considera- 
tion of all of these factors, not in an 
abstract or academic way but in a 
very hard-headed practical way, de- 
termines the class ratings that the 
traffic will bear. 


Pierce -Arrow Truck 
Prices Slashed Down 


In February Pierce-Arrow an- 
nounced its new policy of heavy-duty 
truck manufacture involving a sys- 
tem of progressive interchangeability 
of design to fit varying operating 
needs. Pierce-Arrow this month an- 
nounces a change in merchandising 
policy. By reducing dealer and dis- 
tributor discounts and cutting factory 
profits new list prices were estab- 
lished $650 to $1,600 below those pre- 
viously in effect. 

The former distributor discount was 
40 per cent higher than the present 
maximum. Discount is now identical 
on the Studebaker line and on the 
Pierce-Arrow line. 

Buyers of heavy-duty equipment, 
according to the company, have been 
accustomed to inflated prices which 
made possible either big fleet owner 
discounts or heavy over-allowance on 
used trucks, or both. Each deal, there- 
fore, involved a great deal of bargain- 
ing, bartering and horse-trading en- 
tirely apart from the merit of the 
truck and its fitness for the job. All 
this water has been squeezed out of 
Pierce-Arrow prices, the announce- 
ment explains. It is expected that the 
new policy will permit salesmen to 
devote their entire time to selling 
truck quality as they will have no 
heavy margin for discounts or over- 
trading on used trucks. 

For new prices on line see specifica- 
tions on page 68. 
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Built hy Bosch 
~ ARAPID TRANSIT MAGNETO 








OFFERS 3 MODELS-FOR EVERY BUS AND TRUCK REQUIREMENT 





APID TRANSIT—with more and 

more accent on the “rapid”. 

That has been the trend of bus and 
truck operation in recent years. 


Rapid transit—with higher and 
higher road speeds—more and 
more vibration—performance with- 
out apology for interruptions. 


Rapid transit—in short— has 
brought new conditions that are a 
constant menace to fleet operation 
—a constant challenge to manufac- 
turers of equipment. Now Bosch 
meets that challenge with a new 
type of magneto engineered to these 
new-day requirements—the Bosch 
Rapid Transit type magneto. 


Double-dependability 


First and foremost,the Bosch Rapid 
Transit Magneto offers you double- 
dependability. Now road tie-ups 
and dalenell schedules resultin 
from ignition troubles are relegate 
to the realm of improbability. 


Second, the Bosch Rapid Transit 
Magneto offers an alternate source 
of ignition for buses with battery 
ignition only. 


Third, the Bosch Rapid Transit 
Magneto keeps the engine operat- 
ing with greatest efficiency. Engine 
a a at speeds as 
ow as 44 R. P.M. or very high 
speeds—is more responsive and effi 
cient. Starting is quicker and easier. 
There is a real saving in gasoline. 


Fourth, the Bosch Rapid Transit 


Magneto reduces maintenance costs. 





JRD-6 — For buses and trucks equipped with 
either battery or magneto ignition system only. 
2 interrupters are omeviaen within the nae 
distributor. A single switch permits instant 
change from battery or magneto ignition. 





JR-G— Standard type magneto. Incorporates 
same fundamental improvements as the other 
models, but has a single interrupter and 
distributor. 





JRZ-6 — For buses or trucks using a twin igni- 
tion system with 2 spark plugs per cylinder. Two 
distinct distributors with integral interrupters— 
one for battery ignition use; the other for mag- 
Neto ignition use. 





Over 75,000 miles to date— 
without faltering ! 


Although only recently announced, 
the Bosch Rapid Transit Magneto 
has already proved itself—on vari- 
ous types of buses and trucks— 
under various conditions of service 
—under all kinds of climatic con- 
ditions. Many of these magnetos 
have passed the 75,000 mile mark, 
yet have never failed. 

A complete description of Bosch 
Rapid Transit Magnetos, the 13 
radical new technical improvements 
which they embody, and the appli- 
cation of these new magnetos to 

our own requirements, is detailed 
In anew rotogravure booklet,a copy 
of which we will be glad to send you 
on receipt of the coupon below. 


Sold by 
UNITED AMERICAN 


BOSCH CORPORATION 
SPRINGFIELD MASSACHUSETTS 


Branches: NewYork, Chicago, Detroit, San Francisco 
CANADIAN WAREHOUSE: TORONTO, CANADA 


TRADE BOSCH 
MARK cose 20s 2 @ 


BOSCH 


RAPID TRANSIT 
TYPE 
MAGNETO 








UNITED AMERICAN BOSCH CORP., SPRINGFIELD, MASS. SEND BOOKLET ON SUBJECTS CHECKED: 











ROBERT BOSCH PRODUCTS 
[|] @ Rapid Transit Magnetos 0 
[] 4 Pyro-Action Spark Plugs 
[] ° Traffic Semaphores 

[.] & Vibro-Balanced Horns 
[] +0 Generators 


& Coils 





AMERICAN BOSCH PRODUCTS 


} @ Motor Car Radio 
|] & Magnetos 
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CORRECTIONS ARE MADE EACH MONTH FROM DATA SUPPLIED DIRECT BY TRUCK MAKERS + 
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3-4 160]}170}212] 19500 7100|P32x6 DP32x6 Con 33B 6—-414x4%|BL 554 (1)}U 40D | Wis 69317L |2F | R/6.41/46.6/8x3x\4 'T 
3-4 3 170|224| 19500 7200) P34x7 DP34x7 Con 34B 6—434x4%4|Fu VUOG |U 5/Op |Wis 69317L |2F | R|6.41/46.6/8x3x% T 
Pee 3820|170|224| 22000 8100) P34x7 DP34x7 Con 33B 64% x4%|BL 554 (1)/U 4)0p | Wis 1237H 2F | RI/7.2 |52.4|/8%x3xy |T 
5- 4560/170/224| 25000 8675) P36x8 DP36x8 Con 34B 6444x444 |BL 554 (1)/U 4|Op | Wis 1627KH |2F | R/6.96/50. 7/8 44 x3x T 
7-10 5850/212/240) 28000 B10.50/22 |DB10 50/22 |Con 35B 6—-4144x54|Fu MHU  |U 4/Op/|Wis 1737KH |2F | R|8.05/50.7|/8%x3x% |T 
4% 355] 109/109 4000 1880} B4.75/19 B4.75/19 Own 6-3 4 x3 44 |Own Ind U 3} No|Own Int S% | U/4.1 |13.6 5x2 4x ee Cc 
71116 520]131)131 7400 2375|P30x5 P30x5 Own 6-3 4 x3 4% |Own U4 No wn Siz U/5.43/33.5/6x2%xy, |L 
1% 575) 157/157 8200 2890) P30x5 DP30x5 Own 6-3 & x3 4% |Own U4 No Own 84 U|5.43/33.5/7x2%xyy |C 
2 1395}150}174| 11500 4200) B6.50/20 DB6.00/20 |Wau ZK 6-3 %x4%|BL 224 U 4| No|Tim 53200H |B Ri6. 40.917x4x\% P 
2% 1 160/20 13500 5100|B7.00/20 DB7.00/20 |Wau TK 6-3 54x4% |BL 224 U 4| No|Tim 54200H |BF | R/6.8 |42.0/7x4x4 P 
3 2250/160/208} 15500 5400| B7.50/20 DB7.50/20 |Wau MK 6-41%4x4%|BL 4-314 |U4| No/Tim 56200H |BF | R/6.2 |41.0/7x4x\% P 
4 2 160/208} 17500 5800/B8.25/20 DB8.25/20 |Wau MK 6-414 x44 |BL 314 U 4) No|Tim 58200H |BF | R/6.8 |44.917x4x\% P 
6 3950/140/236| 24000 7780|B9.75/20 DB9.75/20 auS6SRL |6-444x5%/|BL 60 MaxiA 7| No|Tim 65720H |WF | R/7.75|73.6/6x3 xth Cc 
2% 3800; 20/144} 12800 7200|B9.00/24 .00/2: Bud K393 _ |6-44x4%|Fu RUI6 |U4/A 2/Wis 2F |H|Op |jOp /10x2 gx Cc 
3} 5300} 30/180} 18900 8000/B9.75/24 B9.75/24 Bud K428  |6-4%4x4%|Fu MRUI6|U 4/A 2/Wis 2F |HjOp |jOp /|12x244x% |C 
4- 30/180} 20400 8800/B10.50/24 |B10.50/24 Bud L468 6-414 x514|Fu MRUI6|U 4/A 2) Wis 2F |HiOp jOp |12x2%xl +, Cc 
5 6150] 30]180} 23000 9600|B11.25/24 |B11.25/24 Bud L525 6-414x5'%4|Fu MRUI6|U 4/A 2) Wis 2F |HjOp jOp |12x2%x1\I/C 
5-6 200} 44/1 4500 |10600)B11.25/24 |B11.25/24 Bud L525 6-414x54|Fu MRUI16|U 4/A 2/ Wis 2F |H\jOp |jOp |12x2%x1l\\C 
6-7 441180} 29800 /|11600}B10.50/24 |DB10.50/24 |Bud GF6 64%x6 |FuMHU |U4/A 2/Wis 2F |H\jOp |jOp |12x2 “n wIC 
atl Ha 0 |9700| 44/180 2 12400/B11.25/24 |DB11.25/24 |Sterling 6-54%x6 |BL714 U 4/A 2|Wis 2F |HiOp |Op /|16x3x Cc 
or’ 
512-234 |3000/163/185) 11640 5140|P32x6 DP32x6 Bud DW6 [|6-3%x5 |BL 35 U 4| No/| Wis 4610 RF |H/6.8 |36.4/6x3x% Cc 
-6)24%4-3 |4200)154)174| 17200 6700| P34x7 DP34x7 Bud DW6 (|6-3%x5 |BL 51 U 4| No/Tim 65706D |WF | Rj9.3 [49.7|7x3x% Cc 
3-3% |4500/202/222) 19400 7000|P34x7 DP34x7 Bud BA6 6-444x514|BL 51 U 4| No/Tim 65706D |WF | R/6.1 |32.6/7x3x% Cc 
6|1-1% 825/131}180 8000 3550|B6.00/20 |B6.50/20 Con 25A 6-3%x4  |WG T9 U 4| No/Tim 53200H |BF | H/5.66/36.3|/6x2%x%  |C 
14-2 885)131/210} 10000 3525|B6.00/20 |DB6.50/20 |Con W10 4-34%x4\4%|WG T9 U 4| No/Tim 53200H |BF | H/5.66/36.3/6x2%x\% |L 
Bi1% 140}174| 12000 4150} B6.50/20 DB6.50/20 |Lyc 4SL 6-34 x4%4|Co A4J U 4| No/Tim 54200H |BF | H[5.83/37.1|6x2%x Cc 
4|2-3 1085/131/210} 12000 3900/B6.50/20 DB6.50/20 |Con W20 4-414x44|WG T U 4| No/Tim 54200H |BF | H/5.8 |37.0)10x2%x\ |V 
2-3 230/131/210} 12000 4150|B6.50/20 DB6.50/20 j|Con 16C 6-3 %4x4%|WG T U 4| No/Tim 54200H |BF | H/5.8 |37.0)10x24%x\ |V 
2-3 1760) 160 14000 4800| B7.00/20 DB7.00/20 j|Lyc AS 6-3 5% x4'4/BL 314 U 4] No/Tim 54200H |BF | H[5.8 [31.0/7x2%x\% |C 
2%-4 |1950/160/224| 17000 5200|B7.50/20 DB7.50/20 j|Lyc ASD 6-3 x4'4|BL 314 U 4] No/Tim 56200H |BF | M/5.2 |31.7 Hat 4 ey Cc 
5|3-434 |2530/160/224| 20000 5950) B8.25/20 DB8.25/20 |Lyc TS 4x BL 554 U 4| No/Tim 58200H |BF | H/5.57|35.6/12x2%4x\ |P 
3 3590/190}190} 17000 7200} B7.50/20 DB7.50/20 |Con 20R 6-414x4%|Co Rus-4 |U 4] No/Tim 58200H |BF | H/4.55/29.1/834x34%x\/L 
4-4 4345/190/210} 20000 7710|B8.25/20 |DB8.25/20 |Con 21R 64% x44%/BL U 4| No 69317 2F | H/4.3 |27.91/834x34%x\\|L 
5 545|210/236} 24000 |10100}B9.00/20 DB9.00/20 |Con 16H 6-4%x5%|Fu HU16 |U 4) No|Wisl2527KW/|2F | H/4.00/25.2/8%x34%x\\|L 
5-74% |5175)|157|240| 28000 9 B9.00/20 DB9.00/20 |Con21R 6-4%x44%|BL U 4] No|/ Wis 1627K 2F |HI6.3 |41. |714x3x\ |P 
1% 1705) 150}170 8500 3410) P32x6 P32x6 Con 18E 6-3 %x BL 214 U 4| No/Tim 52200H |BF | H[5.8 |29.0/55x2%x\/|T 
1% 980)134/134 8500 3200|B6.00/20 |P32x6 Con W10 4-3%x4\4|Ow 8T U 4| NojOwn 8R SF | H|5.4 |38.415%x3x\4 |P 
1% 080} 136/136 8500 3275)| B6.00/20 x6 Con 25A 6-3%x4 \Ow 8T U 4| NojOwn 8R SF |H|5.4 |38.4/5%x3x\ |P 
14-2 |{1310]171)191}| 10500 3950|B6.50/20 |DB6.50/20 |Con 25A 6-3 % x: BL 21 U 4) No/Tim 53200H |SF |H/iOp |O 54%4x3 4x\|T 
174-2 2185/152}183} 11900 4200| P32x6 32x6 Con 16C 6-3 %x45%|BL 224 U 4] No/Tim 54200H |BF | H/5.57 oP 8|7x3%4x\ |T 
2- 3060}163/220} 14700 4870) B7.50/20 DB7.50/20 |Con E600 /|6-3#x4'%4/BL 314 U 4| No|Tim 56200H |BF |HjOp |Op |7x3%4%x\ |T 
2-3 2950|165|220} 14700 4910|B7.50/20 DB7.50/20 |Con E600 6-3 tt x44 BL 314 U 4| No/Tim 64800H |W HjOp |Op |7x3%x\ |T 
2%-3 4|3740/174/220| 17500 5870|P34x7 34x7 Con E601 6-34 x4'%4|BL 514 U 4| No/Tim 58200H |BF |H/jOp |Op [7x3%x\ |T 
244-3 44|3850|183/224| 17500 6160| P34x7 DP34x7 Con E601 6-34 x44 |BL 514 U 4| No|Tim 65200H |w/2|H|Op |Op |7x3%4%x\ |T 
8|24%4-4 178}2. 21600 8100) P36x8 P36x8 Con E602 |6-4%x4%4/BL 51 U 4] No|Tim 65706H |w/2|H|Op |Op |8x3%4%x\ |T 
rt Pg 5115]195]230} 24800 9200|B9.75/20 DB9.75/20 |Con 20R 6-44 x4%/BL 60 A 7| No|Tim66704DHiw/2|H/Op |Op |8x3%4%x\ |T 
5-7% |6160/19 33200 j|1 0x10 x10 Con 21R 6-444 x4%|BL 60 MaxiA 7| No|Tim68720TW|w/2|HiOp |Op rye T 
3-5 1650} (3) {3 i B6.50/20 |DB6.50/20 |Con 16C 6-3 %x4%|BL 224 U 4| No|Tim 53200H |SF |H/|Op |Op |[5%x3%x/T 
45 2600 3} 3) | RR ae 7.50/20 |DB7.50/20 |Con E600 |6-34x4%4|BL 324 U 4| No/Tim 54200H |BF |H|Op [Op |7x3%x\ |T 
47 3465) (3) |(3) 14700 |..... B8.25/20 ‘|DB8.25/20 |Con E602 |6-4%x4%4/|BL 525 U 4| No|Tim 56200H |BF |H|jOp |Op |7x31¢x\ |T 
5-8 4875) (3) |(3) Ls B9.00/20 DB9.00/20 |Con 20R 6-444 x4%|BL 525 U 5| No/Tim 58200H |BF |H|Op |Op |7x3%4x\ |T 
8-10 (3) |(3) ee ees B9.75/20 DB9.75/20 |Con 22R 6-444x5 4 |BL 615 U 5] No/Tim 75708H |2F |H/Op |Op |8x3%x\4 |T 
10-15 |6500}(3) | (3) 24800 |..... B10.50/20 |DB10.50/20 |Con 16H 6-4% x5%|BL 7212 U 4\A 3|Tim 66720W |2F |HIOp |Op ([8x3x% Cc 
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FUEL | ELEC- FRONT BODY MOUNT- 
ENGINE DETAILS SYST.|ITRICAL AXLE BRAKES ING DATA SPRINGS 
MAIN mg i ° | 
BEARINGS «| 7 SERVICE a ee 
~ . 6 = 
a a “ o vo Ss = e ee AY ° S 
o| 2 :| e & e zi.,i * 2 s|s 
e|< = . 2 ce x o 2 a = 6 3 L e 
c]e| |e] & [Elgls sigiifisti 3 2 : =| « : s\% 
o : eo |= |= < = e a e z } - FS e 
. % ol mec wlele E ri ~ ~ =< S ° s ian rc) < 7 a 
Ssisiel"|¢ ef |e/o|$] = aie ie A ee & |= = by < = - : se | es > 
ej2leis|%] #5 |flels| «. slelsizi@lel & 1E] s 3 o| $. |: sisi3i5 - 
= L— e — . - ~ 
s}21sici5] &. leiszl seye/")e tls} e]e] 2 1s] # : ew] a8 |<je/e) 2) #|% : 
, zlele/3id] = jeles| cel el ei slzlcje}s| s |S] é 2 $| s© |g See eet Tee ~ |F 
5 eJs/Elsi<] S& lelels] ss} /2/S/S i818) 5] 2 | 3] = * ¢| sz |= St Si aia § $ |5 
slzlole|z| £a@ |>lojal za;/S/Ssilo};o lei} @=io|] 5 |al s = Si 23°13 rio|o|3 x x |< 
7468/4. 4/322)43 31120-2200] H] C) Aj4-2% |1U%s1CC |tta Zen | VIDR |DRIP.BL |Lo |Spi |Tim 27451 1 Ros 72 CD |172 {102 [3334!42x3 56x4 % 
| 2|707|4. 4500/60. |175-2200! H] C| Aj7-3%4 |14%|CC |Ha |Zen |M)DR ;DR |dpLo |Lo [Spi |Tim 27451 Ros 720 SD |172 |102 13314|42x3 56x4 % 
31707|4.4|500|60. |175-2200| H] C] Al7-3'4 |147¢|CC |Ha |Zen |M|DR |DR |dpLo {Lo |Spi |Tim 27451 [Ros |04 816 CD |172 |102 |3314|42x3 56x4 % 
41572|4. 5|360|48 .6]115-1600] L] G] C/4-3 |10'4|FP [On |Zen | V/DR |DR |P.BL |Ow |Own |Own 16R Own 138|P |TX |Opt |Opt |33 |44x3 56x3 Y 
) 5|248|5.0|150|27.3] 65-2600] L| G| C}7-2%4 |10%4|PC |....]Zen |M|DR |DR |P.BB_ [Yo |Spi im 30000H |Ros |L4IH |380 TX |Opt |Opt |3114|/40x21%4 [50x3 % 
6|298|4. 7|192|33.7| 66-2200] L| G] C]7-25¢ |13'4|PC |Mo.|Zen |M|AL |AL |D.BB |Yo {Spi |Tim 12703H |Ros 4521|G |TX |Opt |Opt |3114|40x2% |50x3 % 
7|339|4. 7|225|38.4] 73-2200] L| G| C}7-254 |13%|PC |Mo |Zen |M|AL |AL |D.Fu [Yo |Spi |Tim 33020H |Ros 578 TX jOpt |Opt |3114|40x2%% |6254x2%4|N 
8]339/4 . 7/225|38.4] 73-2200] L] G] C|7-2% |13%4|PC |Mo |Zen |M|AL |AL |D.Fu [Yo [Spi |Tim 33020H |Ros 658|G |TX |Opt |Opt |31%4|40x2% [6254x2%6|N 
9|360]4. 7|238|40. 3} 80-2200] L| G] C/7-25% |13'4/PC |Mo |Zen |M|AL |AL |D.Fu [Yo |Spi_ |Shu 5572 Ros 768/G < |Opt jOpt [3114|41x2%4 |6254x214IN 
10/428/4.7|280/46. | 93-2200] L|G Cc 7-3 15 PC Shu Ros 893|G |TX |Opt |Opt |3114/41x2% |625<x3 IN 
‘ 11|478]4. 7|318]51 . 2}103-2200 3} C}7-3 15 | PC Tim 14703 {Ros 658|G |TX |Opt jOpt |31%4/41x2%4 |6254x3 | N 
é 12]478]4. 4|318]51 . 2|/103-2200| L|G] Cj7-3. [15 [PC Tim 14703 |Ros 658|G |TX |Opt |Opt |3114/41x2%4 |6254x3 | N 
. 13]201|5. 5]142/21.6] 64-2800} L] G] Cj4-234 | 934/CC Tim 11710H |Gem 424|p |T 96 5314134 |38x2% 150x244 IN 
: 14120115. 5|142|21.6] 64-2800] L] G] C}4-234 | 944|CC Tim 11710H |Ros 437|\p |T {118 | 6614/34 |38x2% [50x24 IN 
. 15/2244. 9]146)25.3] 62-2800] L} G] C/4-2%% | 914/CC im 31000 450ip |T 4142 8114134 |38x2%4 [50x74 14 
: 16|298|5.0}198]33.7| 85-3000] L| G] C]4-25% |10%4/CC m 31000 450\c |T |149 | 92 |34 |39x2%% |56x3 % 
- 17]298]5.0|198]33.7] 85-2800} L| G] Cj4-2%% |1034/CC Tim 33010H 540 T {173 |105 |34 |39x2%4 |56x3 % 
2 18]339]4 . 6]212/38.4| 82-2400] H| C] B/7-2% [134 /PC Tim 14703H 275|p |T |14813] 9014/34 |4144x3 [54x34 [14 
\ 19|298|5.0}198/33.7| 85-2800) L| G] C/4-2% 1044|CC Tim 33010H 657\c 1 |T 173 34 139x214 |56x3 % 
20}339|4 . 6}212]38.4] 81-2500 3] C}7-2%4 [13.4 | FP Tim 35000H 657\¢ |T {197 119 '34 |40x3 56x3 % 
. 21|381]4. 5]238|40.8] 87-2400! H] C] C}7-2% [13.4 )FP Tim 35000H 765\c |T 132 |34 |40x3 56x334 | 4 
y 221381|4.5}238)40.8] 82-2400] H] C] B|7-234 |13,4)PC Tim 15302 500 T |16914]10314|34 |41%x3 [54x31¢ | 14 
N 23|428|4 . 9]268]45.9]101-2400] H] C] C|7-234 [13% | FP Tim 26450H 864/c |F_ |221 1133 134 |40x3 56x4 Ny 
‘ 24|314|5.2|213)33.7] 75-2400] L}G| C}7-3—|12%4 FP Tim 31000H 388jc |TX [12414] 7254/34 [40x24 |54x3 M% 
251358|5. 2]240/38.4) 82-2400] L|G| Cj7-3 | 1234] FP Tim 33000H 460)¢ 21 |115%4| 6356/34 |40x2%5 |54x3 N 
2 26|358|5 . 2|240/38.4]| 82-2400] L}G/ C]7-3 {134 | FP Tim 14703H 460 21 |115%) 6354/34 |40x2%4 x \% 
271350|5. 1]218]32.4] 45-1450) L} G} Aj2-234 |....)SP Own J 434|c |2I |135%| 76 |341%|41x2% 53x3 % 
28|350|5. 1]218)32.4| 45-1450] L) G} Aj2-2% |... ./SP Own J 516j¢ j21 113514] 76 |34'4/41x2% |53x3 be 
. 291404|5. 112711434] 92-2400] L] G] C/7-3 | 1444| FP Own J 516]¢ |21 113515] 76 |34%¢|41x2% = |53x3 M4 
2 30/404|5. 1]271]43.4| 92-2400] L|G| C/7-3 |1434|/FP Tim 35000D 574\¢  |FD 86 14|3444|40x2%4 |54x3 hy 
31/40415. 1|271|43.4| 92-2400] L|G] C/7-3_ |14!4| FP wn J 502|¢ |FD 113314] 7434|34% [41x24 |53x3 4 
32]453|5. 1]309]48 .6]101-2400] L] G] C}7-3— | 1444| FP Tim 26450 602|¢ |TD ]175's]105 |3414|4244x3 _ 15434x4 [6 
C 33]45315. 11309148 .6]101-2400] L] G] C)7-3 | 144| FP Own CL 670|¢ |TD 115836] 8814|3414]42%4x3 154% x4 | 16 
P 341780]4 . 6|475166. 11156-1800] L] G} Aj7-3_— |1646| FP Tim27450TW 74\¢ |FD 84 13414 |42%x3  [54%x4 [ie 
y 35]221]4.9]144/27.3] 63-3000] L] G] Cj4-234 | 6% |FP 3 H 269 TX |Opt [Opt |3134|38x2%4 [48x21q | 6 
P 36]255|5.11175]27.3] 69-2600} L} G] Cj4-23, | 7%s|FP Tim 31000H 330 TX |Opt [Opt |3134|38x2% % 
P 371315|4. 6|200]33 8] 73-2300} L| G] C)7-2%% |12%4|CC Tim 33000H 330/E |TX [Opt jOpt |[3134|/38x2% |50x3 M4 
P 38/315|4 . 6|200]33. 8] 73-2300] L] G} C]7-254 |12)2|CC Tim 35000H TX |Opt [Opt |32 |40x2%% [50x3 ly 
P 39135814. 4|230138.4] 80-2500] L] G] C)7-254 |12)|CC Tim 35000H 576|E |FD |Opt |Opt {32 |40x244 x % 
P 40]381|4.4/242/40.8] 85-2500) L C}7-2% |12}s|CC Tim 35000H FD |Opt |Opt |32 |40x2!4 |50x3 % 
P 41]462|4. 5|305/45.9]102-2400] L] G] Cj7-3 [13 76|CC Tim 35000H 665|E |FD |Opt Opt. |32 [40x29 [50x3 My 
P 421517|4. 5|335|51.3]110-2300] L|G] C/7-3_ [13 76|CC Tim 35000H 65|E |FD |Opt |Opt |32 |40x2!: |50x3 ly 
P 43|549|4 . 5|330148 .6]100-2000] 1] G] C]4-314 |1198/CC Tim 26450H 492/E |FD |Opt [Opt |32 [40x2! [50x3 Ly 
Pp 44|677|4. 4/440/60.0]125-1900] L} G| C]4-344 |113s|CC Tim 26450H 487/E |FD |Opt jOpt |32 |40x2'5 |50x3 ly 
C 45|214/4.9]136]27.3] 71-3200] L} C] Aj4—23% | 69s/CC Col 4002 248|G |TX ]113 | 67 |34 |37x2% |[52x23¢ [36 
Ly 462484. 9]150]27.3} 70-3200} L] C}] Cj7-24% |10%/CC Col 4002 280|G |TD |113 | 67 |34 |37x2% |[52x2% [4 
T 47|248}4.9]150|27.3] 70-3200] L] C} C/7-236 [13% |CC Col 4002 280/G |TD |113 | 67 |34 [37x24 |54x3 1g 
tT 48]311|4.2]196|38.4] 73-2400] H} C) N}7-2% |13%%)CC Col 5500A2 353/|G |CD |108 | 69 [34 |40x2'y [54x24 [4 
T 491311]4.2/196|38.4] 73-2400] H] C] N}7-2% |13%|CC Col 5500A2 386|G 108 | 69 |34 |40x2!9 |54x3 he 
T 50|311/4. 2|196138.4] 73-2400] H] C] N|7-2% [13% |CC Shu 5582B 380 CD }|142 | 84 |34 |40x2% |54x3 le 
T 51|381|4.4/246/40.8] 89-2400] H}] C] N|7-2% |13%|/CC Shu 5582 380/G |CD |142 | 84 |34 [40x24 x3 hy 
T 52|427|4. 2|268/45..9]100-2400! H} C] N|7-2%4 |13%%|CC Shu 5582B-26 3 CD |142 | 84 |34 |40x2% [54x3 by 
T 53|381/4.4/246/40.8] 89-2400] H] C) N}7-2% |13%%|CC Shu 5582B-26 471|G JCD |142 | 84 |34%%|40x2%5 [54x3 Vy 
T 54]427|4. 2/268]45.9]100—2400] H] C} N|7-2% |13%6|CC Shu 5592B-12 546]G |CD |142 | 84 |34%|40x2% |54x3 by 
T 55|501|4. 3/340/48 .6]120-2200] H] C] A|7-234 |13%|/CC Shu R 546|G |CD [210 |125 |34%|40x2%4) [54x3 ly 
C 56|1945. 2|133]26.3] 53-2800] H] G| Cj3-24%% | 5H |PG Own Ind. on fat |..... 28%]... .|36x13¢  |54x134 | N 
L 57|194|5. 2/133]26.3] 53-2800] H] G| Cj3-2% | 5H |PG Own 170|D |21 | 8654] 5148/37 |........]........ ae 
C 58|194]5.2/133}26.3] 53-2800] H] G] C/3-2.4% | 54|PG Ow 170|D |2I_ |112%s| 774/37 136x134 |45x23¢ | N 
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18 4.4 3 L} G}| Cj7 12%4|PC Zen |M|AL D.Co Shu 678 Ros a 34 6x3 4 % 
19|299|4.9 a L| G| C}]4-2% | 91%4|PC Til |M|AL D.BL Tim 33000H |Ros a 34 142x214 150x3 4 
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a ol: . 7-23; 113% Tim 15733H L4IH\ X23 |56x3 
461: a 7-254 |1235 Tim 16710H THV 40x274 |56x3 
214° 613 Oo 217-255 1249 Cla F318 L41HV 401458) 56x314 | 
5 312001337 7-3 13% Cla F318 41H 2h 016x314 5044x3 | N 
als 31200133 7 17-3 9% Tim 27450 Ws4IA 244|40)5x372/503gx3_ | N 
bla slaeaine 6 17-3 9% Cla F318 L4H 143x314 [538x344 | N 
sls 3h: 33°7 7-3 114s Shu 5550 W2IM ; X27 54% x3 4g 
ia sl2solas 9 17-3 9% Shu 610 W2IM g|41 24X24 /48 ¥gx2 14] 9 
sla: 8l2 45.9 7-3 |1114 Cla F318 L41H 4174x214]4814x3 | 14 
sl4 slo 45.5 7-3 11% Shu 632-5 41H 9)4176x214/5474x3 | 9 
als ol1 +f i] BI7-3 11% Shu 610 W2IM $1 35x2%9|54%x5 4 
315 ol160/31. 3] C]7-244 ]10# Shu 632-3 L4H 2gx214/4814x3 | 14 
21831186133. i] C}7-2'4 |108 Tim 30020H L41H : 17gx2}2)/5474x3 | 39 
Slisels i] Al7-245 |104 Tim 30020H L41H < x21 |54x2¥4 | N 
5 31176133 i] Al7-234 |108 Tim 31020 L41H 9: X24 |54x2¥4 4 
sis. a}oa3las: 3] Al7-235 |1043 Tim 31020 IH - x21¢ [54x29 |? 
a 4losslae: i} Al7-3°— 14 Shu 5582B L4IHV x2% [54x23 | 4 
4.428: 45. i] Al7-3 14 Shu 5582B LAIHV : x2 “4 54x3 4 
sla 4loe3lan. i} Al7-3|14 Shu 5582B L4IHV 42 40x2}3 [54x3 is 
4.83: 48. 3} Al7-3 14 Shu 5582B L4IHV 42 40x2 34 54x3 be 
4.913: 48. 1] Al--3 12% Shu 5582B L4IHV 42 40x2 13 |54x3 Ls 
614 6IL: 51. 3] Al7-3 214 Shu 5592B L4IHV 42 40x25 |54x3 is 
pla elaaalar’ i] C/3-2 6% Shu 5592B L4IHV = if 40x235 |54x3 is 
a Sliaalan’s C}3-2 6%4|FP Own 101 BE4IM easel ans 40x2'5  |54x3 4 
la: alnasien's 3] Al4-236 | 81% Own 101 BE4IM 93521 335 : 46x2%4 | N 
4°7]138 33°3 Al4-234 | 8¥ Own 105 B4IM ‘ Xs 46x2 2 N 
461176 315 Al/4-235 | 8) Own 200 B4IM rt: Ke 46x23 [14 
91461176131 “S C)7-2)9 |13% Own 200 B4IM 355 ‘0 274 46x2 34 4 
914 61176 315 C)7-2}4 |13%5 Own 251 BE4IM él Ox2%4 |52x2)¢ [4 
214 0]200128°9 C)7-234 |1344 Own 300 BE4IM 72 > 54x3 M4 
3° sl240130. 1 A}3-2% | 8% Own 300 BE41M 9312/34 56x3 14 
514.513 @ A 3-3 8% Own 400 BE41IM 53 4 laiicx3 56x3 | 4 
s}4 "41: ‘0 C)7-3%4 17% Own 500 BE4IM grail: gx3 56x39 [4 
4°9 "3 7-344 |17%4 Own 503 BO4IMV 72° |: 58x4 4 
gl4_4i; 4 7-24 | 9 Own 503° BO4IMV 45 Ci: 56x3 N 
814.71: z 7-2% |13% Cla F208 L4IH 60 (|: 56x3 I 
3l4 912 24 17-3 9% Tim 33000H L41H 7 |: x a 
3}4. 9): y Cj7-3 {1144 Cla F308 L41H “5 CE: : bg 
.- oie J 7-3. |11% Tim 33000H I 7 | “4 +9 
3/4" si: 6 4-2% |11l%s Tim 35100H L41H 53 (N33: 2x3 ho 
4°91: - 7-3 14 Tim 35100H L41H 53 (133: : 53 
aie's .-¢ 73 12% Tim 35100 L4iH € 52 13333 lan: 3 
214° 313: : \|4-234 ]105s Tim 36020N Ws2rMvV S 183% |2ox4 36x 
1415 9 4-3 |10¥ Tim 36020N Ws2rMv 33: x: 563 
1911 3 7-34 [LL Tim 36020N Ws2rMv Pets] pete 36x 
8l4.4 - 17-24% | SH Tim 36020N Ws2rMvV 33: Xe 56x 
12 ‘3 7-2% |10%5 im 3 L41H ‘ x21 52x21 
94° 2)212138° 7-254 |13 Tim 31 L41H x2*4  |92X2%4 
a 2lo37lan 8 7-254 l13 4/1 Tim 31000H L41H : X2%g  |52x232 | ¥s 
a 2lo70lan 3 7-234 |13% Tim 33020H L41H X2}q  [52x3 2 
5.4 2: 17-234 |13s% Tim 35020H L4IHV : 3x239  [92x3 4 
¥ 4 1.5 4-2%% 7 m 2645 Ws4IA : Xs (2 52x3 4 
7 3 14-23, | 8 Tim 11710H 41H ‘ X2}9  |52x3 9 
47 3 14-2% | 84 Tim 11710H L41H 3! x: 5244x214] N 
2150 3 14-235 | Sh Tim 30000H L41H | oer 57 bgx2 ho] he 
3°3 3 4-2% | 84 Tim 31000H L41H 2)31 74 )38x: 5219x244] 14 
9 -4 17-3 915 Tim 31000H L41H 32 x: 5214x214] be 
1.31: + 4-2% 110° Tim 31000H L41HV 2)32 x: 5219x244] 
3/4‘ 8h: 2 4-2% |10 Tim 33020H L41HV 32 /38x2 57 19x24] }9 
aot 2.1 7-3 {11% Tim 33020H L41HV 32 |39x2}9 [60x by 
ett 3.0 7-3 |13%IE Tim 33000H L41HV 32 |39x2%2  /60x3 by 
16h: ¥ 17-3 |13% Tim 35020H L4lHV 32 | [39x27 /60x3 My 
a elaaslai” ]4-315 |11 45 frim 35000H L4IHV 32% |39x2)2 |60x315 | 39 
51 1. 7-3 (1134 Tim 26450H L41HV 32 15 |44x: 60x339 |e 
rarit 7): 14-34 ]10 Tim27450TW Ws4IA 36 is |44x: 60x314 | 49 
“4 133 -é 17-25% 11314 Tim27450TW Ws4lA 34 Xe 60x3 39 ly 
ola’ aloasiae 4 7-25 1315 Tim 12703H L41H 34 x3 60x4 le 
814° 4 8.4 7-3 (15 Shu 5572 L4IHV 33 x2%¢ |50x23g | N 
a alanoln's 17-3 115 Shu 5572 L41HV 33 X2}4  |56x3 i 
la: aloaolan’> 7-3 [15 Tim 15300 W2IM Ox2*a |56x3 , 
3I4: sl300l4: 9 17-3 (15 Tim 16310 W2IM 42x2}9  |56x3 i 
Bla’ slanolee's 7-3 {15 Tim 16300 W2IM 42x23 |56x3 |} 
8|5_ of; 3 7-3. |124%4 Tim 16300 W2iM x: 56x4 i 
slau}: 3 17-23% |10% Tim | Ws4IA . 56x4 y 
"3 17-25, low Tim 30000H L41H x3 |96x3 y 
.- 17-216 113% Tim 30000H L41H 38x24 [54x25 I 
ala ais N7-2% [13% Tim 31000H 1H = S4x2}q |} 
ola ]7-234 |13% Tim 33000H LAH X2¥4  |54x23q |} 
of 7-25 [13% Tim 33000H L41H 38x24 |54x : 
, 7-2% [13% Tim 33000H L4H 40x24 |54x3 
m 16702 xX2}qg 06x: 
LAr 40x21 |56x335_ |! 
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GENERAL (See Keynote) TIRE SIZE MAJOR UNITS 
) ~ 3 ENGINE TRANSMISSION REAR AXLE « 
sizi ¢ & of 
zi 2 2 & ° a 
MAKE & =|¢ 3 ir “0 3 e ir ca 5 
AND s s)5| * a 3 3 3 Ze 3 2 ize : 
$ = | gielel es = : 3f s leslie : > |S E 
2 MODEL é Siz. c 3 = Es = EalSa = c |e 5 
E e |fizi*| = | # ? Fs 7 leclttl =} 2 = 
s c . o s) c Es e c c c -= 
z y 2ilels . 2 « & = stlse = eis s 
: e /eiic| =: |e] ¢ ‘ : 35 > fea] os [els 
€ c « € bad 6 « ry « al ot =< owel*s «< ¢ i = 
- i) <= Pe} be <= ha e « eo n oolse « ° om 3 
al he Clal= o 3) a 4 = za = Jul<a = o |Q a 
1 B6.50/20 -50/20 Con 16C 6-3 %x4%|BL 214 U 4] No/Tim 53200H |BF | Hj5. 8 14 
2 B7.00/20 7.00/20 |Con 16C 6-3 %x4%|BL 214 U 4| No/Tim 53200) BF | Hj5. .8)/6x3 Cc 
3 B7.50/20 DB7.50/20 |Con 16C 6-3 %x454|BL 214 U 4] No/Tim 54200H |BF | Hj6. ok 4\C 
4 B8.25/20 DB8.25/20 |Wau6MS_ /|6-3%x4%/BL 314 U 4] No/Tim ‘00. BF | R/6. -6 41C 
5 -00/20 DB9.00/20 |Wau6MK /|6-44%x4%/BL 514 U 4| No/Tim ‘00. BF | Rj6. .6 Cc 
6 B9.00/20 DB9.00/20 |Wau 6SRL |6-4%x5% VUOG |U 5| No/Tim OOH |BF | Rj6. .6 Cc 
7 B9.75/20 |DB9 75/20 |Wau6SRL |6-4%x5%|Fu VUOG |U 5] No|Tim 65720H |WF | Rj6. 2 P 
8 P7.00/20 |DP7.00/20 |Bud H298 |6-3%x4}4/BL 314 U 4] No/Tim 54200H |BF | R/4. Cc 
9 -50/2 P7.50/2 Bud H298 /|6-334x44/BL 314 U 4] No/Tim 56200H |BF | Rj6. By C 
10 P8.25/20 DP8.25/20 |Bud DW6 /|6-33%4x5 |BL 51 U 4| No/ Wis 6787L 2F | R/7. .4 T 
11 00/20 .00/20 |Bud BA6 |6-444x5%|BL 514 U 4| No|Tim 75200H |2F | Rj6. 4 T 
12 B9.00/20 |DB9.00/20 [Bud BA6  |6-44%x5\4|BL 5 U 4| No/Tim 65720H |WF | Rj6. z T 
13 P9.75/20 .75/2 er YXCP3/6-454x4%4/BL 615 A 5| No|Tim 65720W |WF | Rj6. .5 T 
14 86 P10.50/20 |DP10.50/20 |Her YXCP3/6-454x4%4 |BL 70 A 5) No 66720 WF | Ri7. 8 T 
Te Serer BL/1-— B6.00/20 6.00, Own BL 6-344x5 |Own BG U 4] No/Tim52000B2 |SF |H{5. 9 1 
__ eae. BG}1%-3 2x6 32x6 Own BG 6-35%x5 |Own BG U 4) NojOwn BG SF |Hj5. .8 T 
) IRR BF es B8.25/20 |DB8.25/20 |Own BG 6-3%x5 |Own BG _ j|U 4| NojOwn AB 2F |HI7. 9 T 
_. See > AB/3-— Cf DP34x Own AB 444x5 |Own AB U 4) NojOwn AB RI7. .4 T 
. Saeane AB/3-5 DP34x7 Own AB 444x5 |Own AB U 4| NojOwn AB 2F | Hi7. a T 
, Sa AB/3-5 DP34x7 Own BG 6-35%x5 |Own AB U 4| NojOwn AB CD | Rj7. .4 T 
EEE ABJ3-5 DP34x7 Own BG 6-35%x5 |Own AB U 4| NojOwn AB 2F |H/7. ae ¥¥ 
22 phen bee eae BM/}3-5 B9.00/20 DB9.00/20 j|Own BC 6-4x544 |Own BC U 4] NojOwn AB 2 HI7. 9 4% 
- ear BC/4-6 6x8 DP36x8 Own BC 6-4x54% [|Own BC U 4| NojJOwn BC 2F | H/7. 2 T 
DE) Swap eav ani cee BC}4-6 x8 P36x8 wn BC 6-4x5 Own BC_ |U 4| NojOwn BC CD | Ri7. .0 T 
ree BJ|5-8 .50/22 |DB10.50/22 jOwn BK rats 44|Own AL A 4| NojOwn AK 2F | Hj6. .4 T 
26 eresreaneen AKI5-8 B10.50/24 °}DB10.50/24°|Own AC 4—5x' Own AC J 4) NojOwn AC RI7. .5 (iC 
DE. ainseatceaser AK}I5-8 B10.50/24 °]DB10.50/24°|}Own AC 4-5x6 Own AK A 4) NojOwn AK 2F |Hj6. 5.3 Cc 
BME ( Scceubuscacke AK/5-8 B10.50/22 |DB10.50/22 |Own BK 6-414x54%|Own AC A 4] No/jOwn AK 2F |Hj6. 3 Cc 
MOE inceccaecuaes AC|5-8 B10.50/24 °|DB10.50/24°}Own AC 4-5x Own AC J 4) NojJOwn AC CD | Rijs. .4 
. ean AC|6-9 B10.50/24 |DB10.50/24 |Own BK 6-4144x5%|Own AC A 4| NojOwn AC CD | Rijs. 9 
See AP|74-10 3 DS40x8 Own AP 6- wh AP J 4| NojOwn AP 1D | Rs. 3.3)8 
32) Marmon-Herr. . T-30/3 4 B9.00/20 DB9.00/20 |Her WXC3 |6-44x44%4|Fu JVUOGIU 5jA 2 2F | HjOpt 
_. eae < T-31/4-5 B9.75/20 DB9.75/20 |Her YXC3 |6-454x4%|Fu VUO U 5/A 2/1 Wis 2F | H/Opt 
ee T31-Al5 B9.75/22 DB9.75/22. |Her RXC_‘[6-454x544|Fu VUOG |U 5/A 2 2F | H/Opt 
BOE) scuvebesacee T-32|5% up B10.50/22 |DB10.50/22 |Her HXB_|6—5x' L 724 U 4/A 3/ Wis 2F | H/Opt 
_ Sa -33)/5%4 up B11.25/24 |DB11.25/24 |Her HXD_ [|6-5%x6 |BL 724 U 4/A 3) Wis 2F | HjOpt 
37] Moreland. RR-8/}134 .50/2 DB5.50/20 ‘on 16C 6-3 34x4%|BL 224 U 4) No Tim 53200H |SF | Rj5. T 
2 B6.50/20 DB6.50/20 |Con 16C 6-3 34x454|BL 224 U 4) No/Tim 54200H |SF | RJ5. #% 
51/2 14-3 4 |: B8.25/20 DB8.25/20 |Her WXC_ |6-4x4% BL 314 U 4| No/Tim 56200H |SF | Rj6. T 
4-415 B9.00/20 DB9. Her WXC_ {6—4x4! BL 314 U 4] No/Tim 58200H |SF | Rj6. T 
4-414 .00/20 DB9.00/20 |Her WXC3 |6-44x44/BL 51-4 U 4] No/Tim 58200H |SF | Rij6. - 
5-5} B9.75/20 DB9.75/20 |Her WXC3 |6-44x4'4/BL 51-4 U 4] No/Tim 65720H |FW | RI7. T 
514-634 B9.75/20 DB9.75/20 |Her RXB_ |6-44%4x54|BL 55 U 4] No/Tim66720TWIFW | RI8. 2 T 
144-2 B6.00/20 DB6.00/20 |Wau 6ZK 6-3%x414/BL 214 U 4] No/Tim 52000H |SF | H/4. Cc 
2% B7.50/20 DB7.50/20 |Wau 6TL 6-3 44x4%|BL 314 U 4] No/Tim 54000H |BF | HJ5. Cc 
3 B8.25/20 DB8.25/20 |Wau6MK |6-44%x4%|BL 314 U 5) No/Tim 58000H |BF | Hj6. Cc 
"134 B9.75/20 DB9.75/20 |Wau 6SRL |6-434x5'4|BL 55 U 4] No/Tim 65704 WF | RI7. Cc 
5 B10.50/40 |DB10.50/40 |Wau 6SRK |6-454x54|BL 615 U 5} No|Tim 68700 WEF | RIS. Cc 
5% 12.00/2 a Lyc AEC 8-34 x454|BL 615 U 5] No|Wis 1627KH |2F | R/O Cc 
2 P32x6 er 4-4x5 Fu MGU14(|U 4] No} Wis 4610 2F Ri6. Cc 
2% DP3ox6 Her OX 4-4x5 Fu MGU14|U 4] No| Wis 6617 2F RI5. I 
2% DP32x6 Her WXB_ |6-334x44|Fu MGU U 4] No] Wis 6787L 2F Ri6. I 
3 DP34x7 Her OXC 4444x5 |Fu GOG A 4|U 2] Wis 8817 2F RI5.4 I 
513 DP34x7 Her WXB_ |6-3%4x4%/|Fu GOG A 4|U 2] Wis 8817 2F RI5.¢ I 
3 DP34x7 Her WXB_ [6-334 x444|/Fu MGOGIA 4/U 2] Wis 8817L 2F RI7. I 
51314 x8 DP36x Her WXC_ |6-4x4% Fu MGOGIA 4/U 2|Wis 1567H 2F | RI9. [ 
2% B9.00/20 B9.00/20 Her WXC_ |6-4x4% BL 55-4 U4 NojOwn LC 2F | HI7.< F 
Al3 B9.75/20 B9.75/20 Her WXC2 |6-44%x44|BL 55-7 A 7) NojOwn H2A 2F | Hjs.¢ 
4 3% B10.50/22  |B10.50/2 Her YXC 6-4%%x4%/BL 615 U 5| NojOwn H2B 2F | HIS. 
60 14 -25/20 |B11.25/20 Her RXB 6-444x5 4 |BL 615 U 5| NojOwn H2C”* 2F | H/9.6 
) 4-5 .25/20 |B11.25/20 Her RXB 6-4144x5 4 | BL 60-7 A7| NojOwn Y2D 2F | HI. 
iy C15 .75/20 1B12.75/20 Her RXC 6-4 94x54 BL 70-7 A 7| NolOown FHX 2F | HI9.6 
63 A 5-7 -75/20 |B12.75/20 Her RXC 6—-456x5 4 |BL 70-7 A 7| NojOwn F2A 2F | H]9.1 
6 2 8.25/20 DB8.25/20 |Own 8-3 4x5 BL 334 U 4] No/Tim 56200 SF | R{5.: 
55 121 r3 61 2% 5|B7.50/20 DB7.50/2 “4 Her WXC2 |6-4'4x4'4|Cl B102 U 4/Op |Tim 56200 SF | RJ5. 
66 14T298)2 2 .25/% DB8.25/20 |Her WXB_ |6-344x4}2/Cl B102 U 4/Op |Tim 56200 SF | Ri6. 
67 15T361|2 33 DBS. 25/20 Her WXC2 |6-4!4x4!4|Co RU4SL |U 4/Op /Tim 58200 SF R15. 
68 ese 18W361|3-4 DB9.00/2 i Her WXC2 Spe/6—4 }4x4}2|Co RU4SL |U 4/Op |Tim 65720 WF | Ri6. 
.. ae 18R428/3-4 DB9.00/20 |Her YXC 6-434x4%4|BL 534 U 4/Op |Tim 65720 WF | RI5. 
. Ree 21R501/34 h 0 DB9.75/20 er RXB 6-4 4x5 ¢ 4|BL ae U 4/Op |Tim 65720 WF | Rj6. 
ce Bee 24X501|4-5 0.50/20 |DB10.50/20 |Her RXB = |6-414x54|Co TNU | |U 4/Op Tim 66720 |WF | R17. 
. arr 24M611}4-5 B10.50/20 }DB10.50/20 |Her GXA 6-454x5% Owne1s290 A 4/Op |Tim 66720 WF | Ri7. 
_ eee 28X501}9}2 75|B10.50/24 }|DB10.50/24 |Her RXB 6-4 34x95} “4 Co TNU U 4/Op [Own 616743 |WF | Ajl 
2 28M611|5!2 0|B10.50/24 |DB10.50/24 |Her GXA 6-44 x53 4 Own618290/A 4/Op |Own 616743 |WFE | A/LO 
ees 28Y 4795) 375)B10.50/24 |DB10.50/24 |Her YXC3 6-454x4%|Co TNU U 4/Op |Own 616743 |WF IA 
eer K611}542 51B10.50/24 |DS40x8 Her GXA 6-4 4X5 5% Own618290/A 4;Op |Own 616743 |WF | Als 
7 .(T) 75M779T B10.50/24 |DB10.50/24 |Her HXA 6-54%4x6 |Own618290/A 4/A Own 616745 |WF | Al9. . 919 
5 Relay pias sok oe 15A}1 4 P30x5 Con 17E 6-3 4x4 WG T9 U 4] No|jOwn 20B 2R | His. 416 
_ eae $11|2 DP32x6 Bud HS6 6-3 34x414|BL 20 U 4] No|Own 20B 2R | R/5.14/25. 516 
| RR 40CC|2 4 DP36x6 Bud DW6 |6-3%x5 |Fu — U 4| No|Own 30 2 R|6. 45/41. 8]6 
ES: 50DC)|3 DP40x8 Bud DW6 |6-3%4x5_ | BL 51-5 U 5| NojOwn 60 2R | Ri7. 5 
Ree 60DC|3% x7 DP40x8 Bud BA6 6-4 4x5 % Fu V U-16 U 5| No|Own 60 2R | R7. 5 
EERE 100AC/}9 B9.00/24 DB9.00/24 |Con 21R 6-44 gx4%4 Fu VU-16 |U 5| NojOwn 65 2R | RI7. 5 
ROE is eile’ Sn mee 236/92 B10.50/24 |DB10.50/24 |Her GXA 6-434 x5 % |BL 7312 U4] 3/Own 232 2R | Ris. 
8o -100B|7% B9.75/24 DB9.75/24 ud GF6 6-44 x6 BL 1714 U 4] NojOwn 85AH 2R | Rj7. on 
| See 240} 732 B12.00/24 |DB12.00/24 |Her HXC ein et BL 7312 U4! 3)Own 245 2R {| RI9. £4 
epee 1A, (1Ct)|1% B6.00/20 P32x6 Own 4-3 }4x4}4/Cla B-323 |U 4] No|Cla B373 SF |HJ5. 5.9 Cc 
ete 1B, (1Dt)|14% B6.00/20 P32x6 Own 6-346x5 |Cla B-323 |U 4| No|Own SF | Hj5.2 .8 i: 
89 X Tonner|1}4 2 B6.00/20 DB6.00/20 |Own 6-3%x5 |Cla B-323 |U 4| NojOwn S'% | HI5.: a Cc 
puss enw so eae FAX|2 5|B6.50/20 DB6.50/20 |Own 6-3 46x5 Own U 4] NojOwn S', | HI5.: 3 Cc 
: FCX|2% 5|P32x6 DP32x6 Own 6-3%x5 |Own U 4] No|jOwn St, | HI5. 616 5 1C 
3 PIE RE GD/3 DP32x6 Own 6-334x5 |Own U4) 2/Own SF |H{6. 817 Cc 
.. ERRORS: GCSs}3 DP32x6 Own 6-3%%4x5 |Own U 4/Op |Own SF | Hj6. .5 C 
94 nig ne ore H, 4J, 4K/|4 B8.25/20 {|DB9.00/20 |Own 6-4 14x444 Own U 4/Op jOwn SF | RI6. 5 iC 
95|Schacht...... 10H A|2-3 2|B7.00/20 on x 20 Con 16C 6-3 4x4%|Fu Wo U 4| No/Tim 53200H |BF | HI5. . 216 P 
Re: 20HA 244-4 B8.25/20 Her WXB_|6-334x44|Fu MLU U 4) No/Tim 54200H |BF | Hj6. . 516 P 
ppteenss can , .25H|3-4% B8.25/20 DBS. 25/20 |HerWXC_ |6-4x4% Fu MGU_ _|U 4] No/Tim 56200H |BF | Rj6. -2 P 
_. aaa 28HA|4—-5 2 B9.75/20 DB9.75/20 |Her WXC_ |6-4x44 Fu MGU 4| No|Tim 58200H |BF | RI6. 3.8 P 
aos: 30HA|44-6 B9.75/2 DB9.75/20 |Her WXC_ |6-4x4 4 Fu MGU 4| No|Wis 8837AL |2F Ri7. 5.4 _ 
_. - eae aes 35HA 5-4 B9.75/20 DB9.75/20 |Her WXC2 |6-4'4x4'4|Fu MGU_ |U 4] NojOwn 2F Rs. 2. O}% - 
1 1 40H|5-7 B9.75/20 DB9.75/20 |Her YXC 6-4%4x4% Fu VUOG |U 5| NojOwn 2F RI7. ay At. 4 
102 7-9 B10.50/20 |DB10.50/20 |Her YXC 6-43 gx4%4 Fu VUOG |U 5] No|Wis 1567AL |2F | RI7. 7h P 
103 Aj8&-1 B10.50/24 |DB10.50/24 |Her RXC 6—454x5! 4\|Fu VUOG |U 5| No|Wis 1567AL |2F | RI7. 818 e 
104 B9.75/20 DB9.75/20 |Her YXC3 6455x454 Fu VUOG |U 5] No/Tim 58200 BF | RI7. os P 
5 B9.75/20 DB9.75/20 |Her YXC3 |6-4%x4%4/Fu VUOG |U 5| NojOwn 2F | RI7. 8 P 
106|Service—See Garford 
aver eeeer - FB30 B6.50/20 B6.50/20 Con 25A 6-3%x4 |War T9 U 4| No/Tim BF | Hj5. .6 Cc 
108 . .FB45/2 B6.50/20 DB6.50/20 |Con 16C 6-3 %x4%|War T9 U 4| No/Tim BF | Rj5. . 616 P 
109 FB55 B7.00/20 DB7.00/20 |Con 16C 6-3 4x4% BL 214 U 4| No/Tim BF | Rj5. . 316 P 
10 FB65 B7.50/20 DB7.50/20 |Wau6MS_ |6-3%4x4%|Own UC6 |U 4| No|Tim BF | Ri6. ok Cc 
11 FB80 B8.25/20 DB8.25/20 |Wau6MS_ /|6-3% en 4;Own UC6 |U 4/Op |Tim BF | Ri7. .5 Cc 
12 FD80 B8.25/20 DB8.25/20 |Wau6ML_ |6—4x4 Own UC7 |U 5/0 2F | RI7. .3 Cc 
_. aera "C90/4 B9.00/20 DB9.00/20 |Wau 6MK ba 14x4% Own UC7 |U 5|/Op |Own CD |Rj§8. m Cc 
14 . FW97, FD97 DP36x8 Wau 6MK /|6-44%x4%/Own UC2 |U 4/Op|Tim w/2 | R/7. .6 Cc 
15 ..F W978, FD97S DP36x8 Wau 6SRL |6-4%x5 % Own UC2 |U 4/Op|Tim w/2 | Ri7. .6 Cc 
Sear © ree 36x8 DP36x8 Wau 6MK |6-444x4%|Own UC2 |U 4\Op|Own CD | RI9. 2 Cc 
17 oe eee cee FC105 9.00/20 DB9.00/20 |Wau 6SRS |6-44%x5%|Own UC U 5|Op |jOwn CD | Rj)8. a Cc 
18] (eat’d) FW115, FD115 0x8 DP40x8 Wau 6SRL |6-4%x5%|Own UC2 |U 4/Op|Tim w/2 | Ri8. .6 Cc 
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N.A.C.C. Rated H.P. 
Max. Brake H.P. at 
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Valve Arrangement 


Line Number 
Compression Ratio 
Camshaft Drive 
Piston Material 
Number and 


Diameter 


Torque Ib. ft. 
Generator, Starter Make| > 


Oiling System Type 
Governor Make 
Carburetors Make 
Ignition System Make 
Clutch Type and Make 
Universals Make 

Make and Model 
Hand Type, Location 
Cab to Rear of Frame 
Cab to Rear Axle 


Make, Location 
Width of Fr.me 


Fuel Feed 
Radiator Make 
and Type 
Lining Area 
Drum Material 
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3734x2% [4914 x2 
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Boxh%4 “leach 
39x24 |53x3 
39x2%4 |53x3 
2x2% 54x24 
42x2%4 |54x2%4 
42x24, |54x3 
42x24 |54x3 
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x3 56x34 
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GENERAL (See Keynote) 





TIRE SIZE 





MAJOR UNITS 








MAKE 
AND 
MODEL 


Wheels Driven—6-Wheelers 





Standard Wheelbase 
Max. W. B. Furnished 


Tonnage Rating 
Chassis Price 
Gross Vehicle Weight 





Chassis Wt. (Stripped) 





ENGINE TRANSMISSION REAR AXLE 
3 ee & is 3 3}r 
3 Ss? 8 lysis 3 a |s 
= £5 = [3832] * e |e 
a] y~ vv s v a=] 

. oF ~ Syl S z lel « 
s es ou os 

= ola & a |®@ 
2 =~ e 2s i7 7) e e & 
x v x Se): x * isl = 
5 35 s |33|3¢ . 3 |= 
= za = jil<6 = 3 jal § 










































1|Sterling. . . FC107|5-6 5200) 1921222)......... 
2} (concluded) . FC120 6-7 5350]192/222)...... 
| gen FC1208]7 } 5650192222]. °.:: 0 
4) |. W140, FD140 7-8 — |6070|192]229)°° 211.22: 10050 
- Kanne yeaon 5|7-8 5825]/192/222)......... 
a. ckkeohoce Rolie 8-814 6500/200/230)......... 
PE ere *C145/8-8 4 6925)200/230].........]10100 
8 -FW170, FD170/93x103 |6070/200/230]......... 10550 
Per akemeee FC170/93x103 |7595/200/230].........|10550 
10/Stewart......... 30}1 695}130/160]........-. 
at. cakane none 30X}1 795/130/160]......... 
BOE. -5:0 olepeie-o acne 42X)1} 7OSIIS4I176).......-- 
| eee 40XA}1 995)145]176]......... 
Ee. 43X|2 9951145/176]......... 
_) eae 50X|2 1195)1451176)......... 
ee 29XS/2 1695}145/190]......... 
Sl ea 32X/24% 1990] 165}220)......... 
_., Bee 58-8/2 14 2390} 170/226)......... 
__, Sere .---1L8X/3 2690) 165/220]......... 
ME 2s oemeis Sette 48-8/3 2990}170/2411......... 
fe ee 19Xj34 3690/165/235]......... 
— oe 3: 3% 99011701241). ........ 
- eee 38-8/3 44 3990)/170/241}......... 
ee 31X}5 519011651235].......-. 
7 ees 7XS/|7 61901165/235}......... 10300 
26|Studebaker...... $1] % 595)114)114 4285 
| a are $21)}14 670} 130/165 8 
EH $41}2 895}141/165]) 10000 
ee $120)3 1350] 141]183 16) 
30]/Walter......... FN/2%-3 = [4500}120]... 15 
PE hc nion cele w wn ache FM(|3%-4 [5500}120]144 18000 
OE = cewaeue oe FKD/4-5 6300}118}136} 22000 
ee are FCS|5-7 5900/}136)160} 26000 
1. Eres.” FBS|5-7 7900} 136/160} 26000 
ME. hence oes *BRS|7-9 8300} 136)1 31000 {10000 
3 2975|Op jOp 14000 
3 2975|Op |Op 14000 
4 3585] 197)209 18) 
814 3585}|197|209 18000 
5 4675 Op 23000 
5 4675)Op |Op 23000 
Vi7%4 6900/Op |Op 28000 {10500 
10 7350|Op |Op 32000 11500 
14%{-114]1850}]112]...]......... 
1}144-139]1850}138)157].......-.. 
114-1)¢}1 700} 138}1od),.... 
y 1%- 
¢ +s 
es 
21 
21 


CD CO CORN HSPN ID IND et tt 

















B9.75/20 
B10.50/24 
B5.25/19 
B6.00/20  |P32x6 
B6.50/20 
55|B6.50/20 





9:0 
B9. 00/; 





10: 
500|B 10.50/24 








20 |DB6.50/20 
DB6. pak 
DB7.00/20 

DBZ. 00/20 
DB7. 2 





DBI1O. 50/24 
B5.25/19 


DB6.50/20 


9.00/20 |B9.00/20 
B9.00/20 
B9. sek 
24 |DB9. 75/24 
DB9.75/24 
DB10.50/24 
DB8.25/20 
DBS8.25/20 
/2' DB9.00/20 
30 DB9.00/20 
20 |DB9.75/20 
‘ DB9.75/20 
90/20 |DB10.50/20 
DB10 50/24 
B7 00/20 
B7.50/20 
B7.50/20 


Own GRCB 
Own 4: ) 
Own GRCB/4—4x5 











¢j;Own 5B 




















H 

H 

H 

No|Own 4CB S\% |H 
No|Own 7C > |H 
H 

H 



















ADIN DAAAMAA AG = OHO HOH 


WOWANAG 
f°) 


Wau 6SRL |6-434x5%|Own UC2 |U 4/Op |Own CD |R 
Wau 6MK_ /|6-4%x4%4/Own UC2 |U 4/Op |Own CD |R 
Jau 6SRL |6-434x5'%|Own UC2 |U 4/J 3)Own CD |R 
auSRL_ |6-4%%x5%|Own UC2 |U 4/Op/|Tim w/2 |R 
Wau SRL |6-4%%x5'4/Own UC2 |U 4/Op |Own CD |R 
B 6-4144x534|Own UC2 |U 4/Op |Own CD |R 
Wau AB 6-44%x5*%4|Own UCS8 |U 4/Op |Own CD {IR 
Wau AB 6—-44%x5%4|Own UCS |U 4/Op {Tim w/2 |R 
poy A Ee 4 : wn UC8 . ; OF. _— _ s 
ye 7 —3% x44 NojCla 
Lye WTG |6-3x4% |WGT9 U 4] NojCla SF |H 
Lye SA 6-34x444|WG U 4] No/Cla SF |H 
Lye SA 6-314 x414 War U 4| No|jCla SF |H 
SB 6- 3 4x4 4|WG U 4] NojCla SF |H 
Lyc SB 6-3 3¢x414|War U 4] NojCla SF |H 
Lye ASD 6-33 34x49 Ful U 4| No|Cla SF |R 
Lyc a 34 x44 Fu U 4] NojCla SF |R 
HF gx4}o|Fu U 4] No/Cla SF |H 
Lyc Bea 6-37%%x5_ |Fu U 4| No|Tim WF IR 
Lye AEC x434|BL U4!|.../Cla SF | F 
Lye TS gx5  |Fu U 4/A 3/Tim WFR 
Ww “y 6SRL 6x5'4|BL U 4/A 3/Tim DF |.. 
Ly 4 1BL U 4/A 3/Tim Dr i... 
Ww. ae 6SRK xi _ U 4/A 3/Tim WF IR 
Wau 6SRK f 1 U 4/A 3/Tim WF |R 
Own GL x4} w % T2C |U 3] NojOwn 54 S% |H 
Own Tl x45¢|War T9 U 4] No|Cla B373 SF |H 
Own T2 454|War T9 U 4) No/Tim 54200 |SF |H 
Own T2 454|War T9 U 4/A 2/Tim 58200 SF |H 
Own 6MK x434/Own FN U 5| No|Own FN 2D |H 
Own 6SRL 4gx54¢}0wn FM |U 5) No|Own FM 2D |H 
Own 6SRL BEX Own FK U 5) No|Own FK 2D |H 
Own 6SRL xf Own FK U 5) No|Own FH 2D |H 
Own 6RB 3{ JOwn FH U 5] No|lOwn FH 2D |H 
Own 6RB 534 Own FH U 5| NojOwn FHR 2D | HIS. 
Wau 6ML x4% BL U 4] No/Tim 56200H |SF | RjOp 
y %x BL U 4] No/Tim 56200H |SF |R 
Own 2 % BL A 4/Op |Tim 65200H |[2F | RJOp 
Wau 6MK [6 33 BL A 4/Op |Tim 65200H |2F | RiOp 
Wau SRL 5-436) BL A 4/Op |Tim 65720H |WF | R/Op 
Lye 34) BL A 4|Op |Tim 65720H |WF | R/IOp 
Wau RB 5-5x5 3 BL714 41A 3/Tim 66720W IWF] R 
Wau RB 5-5x5! BL 714 4 A 3/Tim 68720W |WF | RiOp 
Own 2A 6-3 4x4'4/Own 3BC 3] No|Own 4C S\% |H 
Own 2A 5 4x4} Own 5B J 4) No|jOwn 4C Si 
Own GRCB/4-4x534 Own 8B 4| No|Own 4C $4 
Own 2A 6-3 44x41!4|Own 5B 4) No|Own 4CB Ss% 
5 Own 8B 4 
4 
4 
4 
4 
4 
4 
4 








U 
U 
U 
U ¢ 
rt 
U ( 
4 U ¢ 
2 J x U 23.416 
2- B7.00/20 |DB7.00/20 3 Own 8B U 4] No|Own 7C S\% 5.67/23. 416 
2- x $36x7 Own GRC /4-4x534. |OwnGRBB|U 4] No|Own 3C S% 6.33]26 . 2173 
2)214- B7.50/20 DB7.50/20 |Own 4A 6-334 x44|Own 5B U 4] NolOwn 7CB St, | H/5.67/23.416 
2|2%- B7.50/20 DB7.50/20 |Own GRCB/4-4x53 Own 8B U 4] NojOwn 7CB S44 | H]/5.67|23.4 
24- 0 B8.25/20 DB8.2 25/20 j|Own 3AD ) _j|Own 4B U No Own 14C SF | R|6.38/41.8]7 
214-4 138 $36x5 S36x8° : Own GRB OwnGRBA|U 4] No|Own 51A S% | R}7.14/35.6 
34 3189.00/20 [DB9.00/20 [own 3AD own 4B. |U4|Nolown loc, [se | Rle-aslat af 
3 f wn 3/ y ) 4] NojOown Y SF 4. 3° 
0/3414 5001B9.00/20 |DB9.00/20 |Own 3AD Own 4B |U 4| NolOwn 10C SF | R\6_3: Ae 83 dt 
3-414 B9. 00/20 DB9.00/20 |Own 1AB x5 34 |Own 7B U 4] No|Own 10C SF | R[5.18]33.9} : 
313-5 DS36x5° Own GRB x5%4 |Own 4B U 4) NojOwn 2C 2F | RI7.6 |49.7): > 
Fe 9 DB10. 50/24 |Own GRB x5%4|Own 4B U 4] No|Own 6C 2F | Ril 77.5 Cc 
5 4} x5 Own GRB 4-414x5? OwnGRBA|U 4 No Own 55 2F Ril 5.115 I 
312-8 180}; BB 15/30 [Own eAD etidulownss lualNolownac ae (Rie ieae-sie € 
3% 75 Ww i 5-4. 364X594 F NojOwn 2C 2F .16 Or 4 
2)4- 4 180 21 : ) Dpe 7H/a4 Own iAB ib tt pert ait us Ne Own 13C 2B | RIL. 2/66. 5}: 3 
915- . C x S40x —444x53 ynG AIU 41 N yn 52 ° 
5-9 |e950]180/214|. °° 2°". B10. 0.50/24 DB10.50/24 [own LAB” |6-4ssx5ss(own 7B. |U4|Nolown tac ar | RllO-Slee al 
144-3 |2600}160}0 5 9B7.50/20 |Wau MS 6-3 34x434|Fu MLU ___|U 4| No|Own 30R WF | Hj6.5 a 
0}239-5 |3750)170 DBS8.25/20 |WauML  |6-4x4%4 | Fu JVUOGI|U 5] NojOwn 30R WF | Hj4.8 |38.7 
5134-7 ]4950 73 3 ee Wau SRL 6-434x6 6 Fu eS . ‘ 3 He n ons W F H 5.8 5 
\ 5 Z § 5. wn Cll: 3-3 4x wn C } 3) No|jOwn Cll S\% 4.6 112.415 
1411, 5951131]131 7600 750|B5.50/20 |P32x6 Own C131 |6-314x374|War T9 U 4] No|Cla B373B [SF | H\6:3 816 
1) 5|157}157 7 B5.50/20 | P32x6 Own C157 |6-314x374|War T9 U 4| No/Cla B373B_ [SF | H/6.3 8 
2 2450/158/162} 12500 B6 50/20 DB6.50/20 |Con 16C 6-3 44 x4%| BL 35-4 U 4) No/Tim 56200H |BF | H]6. 16/36. 416 
2 2500]158]162] 12500 B6.50/20 |DB6.50/20 |Con 16C 6-3 44x45 |BL 35-4 U 4) No/Tim 64800H |WF | H]I7.4 |41.0]6 
2 25501158/192] 12500 B6.50/20 DB6.50/20 |Con 16R 64x44 3L 35 U 4] No/Tim 56200H |BF | H[5.28]/28.3 
2\2 2550]1581192| 13200 B6.50/20 |DB32x6 Con 16R 64x44 |BL 35-4 U 4] No|Tim 64800H |WF | H|6.0 [32:1\6 
3 3150}159]199} 15500 B8.25/20  |DB8.25/20 |Con 18R 6—-4x414 |BL 51 U 4) No/Tim 58200H |BF | H|6.83/36.5 
3|3 3150}159]199) 15500 5/20 |DB8.25/20 |Con 18R 6-4x414 |BL51 U4 6 T 3.75137 .4 
3% ‘ 591199] 16800 B9.00/20 |DB9.00/20 |Con 18R 64x44 |BL51 U 4)> 7538.8 
4 4440}159]205| 21600 B9.75/20 |DP9.75/20 |Con 20R 6-414x4% |BL 55 U 4| No|Tim 65 37 20H WF | R}7.25/38.8 
4 4600}159/205} 21600 B9.75/20 DP9.75/20 Son 21R 6-436x BL 55 U 4] No/Tim 65720H |WF | Rj6.8 8 
5 53001159|210| 24000 B10.50/20 |DB10.50/20 |Con 20R 6-4 14x4%4 | BL 55 A 4/A 7/Tim 66700H_|WF | R/9.0 |98. 2]8) 
5% 5700}159|210| 27000 B10.50/20 |DB10.50/20 |Con 21R 6-4 44x44 |BL 60 A4/A_ |Tim68700DH|WF | R}10.0 2]8) 
11% 1995|160/Op]|....... .50/20 |DB6.50/20 |Her WXA2 |6-314x4!4|BL U 4| No|Tim SF | H/Opt 3x . 
2 2550]/170/Op|.......-- 5|B7.50/20 |DB7.50/20 |Her WXB_ |6-334x4)2|BL 314 U 4] No/Tim SF | H/Opt P 
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2 GENERAL (See Keynote) TIRE SIZE MAJOR UNITS FRAME 
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20 ind. USSBT50 2C DP3246 Her JXC 6-344 x414|BL U 4] No/Tim SBT150 |SF_ | T|7.4 |45.8/7%x2%x¥,/C 2) 
2 95SW 75 4R DP32x6 Her JXC 6-334 x44 = 234 U 4] No/Tim SwW75 WF | T/7.4 [45.8/74%x2%x4/C 2: 
22} ...17SBT250 2C DP34x7 Her YXC 6-434x4% |B U4 im SB F | Rj6.1 |37.8|)8%x3xy |TL 2° 
p ...-178W250 4R DP34x7 Her YX 6-434x4% BL 334 U 4/Op [Tim SW250 |WF | R/6.2 |38.1/8%x3x |TL 24 
24/Ken. 86SD 2 DB9.00/20 |Her YXC2 |6-44%x4%|BL 1554 U 4/A 3/Tim Sdt31l0w|2F | H{7.33/104./9x3x\% BY 2: 
ie 241SDT 2C DB9.00/20 |Her RXB_ |6-4%x5\4|BL 714 U4/A 3/Tim Sdt310w|2F_ | H/7.33/85. 5|9x3x\4 T 2¢ 
_ . RSS See 346A 4R DB9.75/20 S 160 6-44 x54 |BL 714 U 4/A 3/Tim 310W WF | H/7. 25/84. 5|8x3x% c 2" 
27 ‘i 346B 4R DB9.75/20 |Bud GF-6 x BL 714 U 4/A 3/Tim 310W F | H\7. 25/98. 4|8x3x 4 Cc % 25 
28 346C 4R DB9.75/20 |HaS 175 x6 L714 U 4/A 3/Tim 310W WF | H/7.25/98. 4|8x3x 4 Cc 2 
pease. et 86C 4R DB9.75/20 |HaS 175 6-5 BL 714 U 4/A 3/Tim SW410w|WF | H/7.60/103. |8x3x 4 Cc 3 
30/Kleiber..... 280 4R DB9.00/20 |Con 20R 6-414x4%|BL 714-60 |A 7|A 7/Tim Sw200tw|WF | R|7.75|73.6|/7x3 4x®& |P 3 
| eee 4R DB9.75/20 |Con 21R 644% x34 | BL 714-60 |A 7/A 3/Tim Sw300W|WF | R/9.33/88.6/8x3 4x |P 3: 
32 4R DB9.75/20 Yon 22R 6-414x5\4|BL 714-60 |A 7/A 3/Tim Sw400W| WF | R/10.3/98.1/8x3 4x [C 3 
Fran- 4R DB10.50/20 }Own 312B_ |12-4x. BL 714 U 4| No/Tim SWD410|WF |. .|/Opt “g 12x34%x{ |L 3. 
34 LeMoon(9) . 701 4R DB8.25/20 |Lyc AEC 8-334 x4%|Fu VUOG |U 5| No|Ti 63703-97H|WF | R/6. 20/43. 8|7x4x 4 B 3. 
35 801 4R DB9.00/20 |Lyc AEC 8-334 x44 |Fu VOUG |U 5] No|Ti 65703-97H| WF | H|6. 75/47 .7|7x4x 4 3 3 
36 802 4R DB9.00/20 |Wau 6SRL |6-444x5%|Fu VOUG |U 5] No|T65703-97tW|WE | H/6. 75/47 .7|7x4x 4 B 3 
37 00 4R DB9.75/20 |Wau 6SRL |6-444x5'4|BL 607 A 7| No/TimSW310W|WF | H/9. 25/86. 9/9x4x % B 3 
38 4R DB9.75/24  |Wau 6AB 6-416x5%|BL 714 U4! 3/TimSW31OWIWF | H19. 25/128. |9x4x % B 3 
39 1 4R DB9.75/24  |Wau6RB_ |6-5x5% =|BL 714 U4! 3/TimSW410OW|WF | H)9. 25/128. |9x4x 4% 4 
40|/Maccar...SW86 4R DB10.50/20 |Her RXCP |6-4 54x51 BL 615 A 5| No/Tim spec. w4 9, 59, |12x3x 14 i 4 
41)) ...AC 4R DP40x8 Own BK 6—419x514/Own AC J 4) NojOwn AC CD | AJ9.26/59.4/8x3x ( 4 
42/.. AK 4R DB9.75/22  |Own BK 6—414x51_|Own AC A 4| No|Own AK6 2F | Al7.46/47. 8/854x3x 4% ( 4 
43 .AP 4R DP40x8 Own AP 6—5x' Own AC J 4| No|Own AP CD | R/9. 26/59 . 4/8xé xfs ( 4 
44 AP 4R DB9.75/22 |Own AP 6—5x6 Own AC A 4| No|Own AK6 2F A|7 .46/47 . 8|854x3x 4 Cc 4 
45/P.-A. a a 2B DB9.75/20 yl RXB_ |6-444x54%|CoTNU  |U4\Op|TimSW310 |W A|9. 25/49 . 0) 10x3x & Cc 4 
ee 4K DB9.75/20 |Her GXA 6-434 x534 |Own618290/U 4/Op |Tim SW310 |W A|7.75/40 . 6] LOx3x & Cc 4 
ee aK 7 7084 DB10.50/20 |Her HXA 6-544 x6 |Own618290) U4/Op |Tim SW410 |W Alg. 47. 2)10x3x 4 iC 4 
48|Relay R DP40x8 Bud BA6 6-4%x5\%|Fu VU16 |U 5| No|Own 60 2R 9.09/63 .6/8 4x3 44x |P 4 
49 Sterling FCS170 4R DP36x8 Wau HB 6-414-5%4|Own UC2 |U 4/A 3)/Own CD | R\9.5 |63.2)15x3 4x4 |C § 
Pee 4R ean Wau AB 6-414-5%4 |Own UC8 |U4/A 3);Own CD | R/9.5 |59.6|15x3 4x |C f 
| er C210 4R DP40x8 Wau RB 6-5x5 34 Own UC8 |U 4/A 3/Own CD | Ri9.5 |59.6)15x3 4x4 IC 4 f 
52 Whi: 630SW200 4R}! . .|10000 25/4 DB8.25/20 |Own 3AD 6-4x5 4 Own 4B U 4| No/Tim SW200H|WFE | R\6. 75/44. 2|8 4x3 Axe |C q F 
53 ..-6428W310 4R . .|12670 B9. 00/ 20 DB9.00/20 |Own 1AB 6-4%x5%|Own 7B U 4) No/TimSW310W IWF | Rj8.5 155. 6|8 4x3 Ax & IC 4 f 
54 ...6438W410 4Ri¢ . |14400) P40x8 DP40x8 Own 1AB 6-44,x534 |Own 7B U 4) No/TimSW410W |WF | Rj10. 2/69. 1)/844x3 A x%</C a 
a 
| _ 














KEY TO ABBREVIATIONS AND REFERENCE MARKS j 


$2645. G-81 available as special tractor 


GENERAL 


Mc—McCord, 





Chassis Price—Chassis price quoted 
applies to the standard wheelbase and 
specifications listed. All prices are 
F.O.B. factory. 


Gross Vehicle Weight—Is chassis 
weight, plus body and cab, plus payload. 
Gross vehicle weight given is governed 
by the tires specified. 


Chassis Weight Stripped—Includes 
gas, oil and water and all things included 
in chassis price. Does not include the 
weight of cab. 


Maximum Brake H. P. at Given 
R.P.M.—Is actual dynamometer read- 
ing without accessories. 


Tractors—Unless given the designation 
N (meaning not available as tractor), 
all standard models may be assumed to 
be available as tractors. 


(N) Not available as tractor. 


(T) This designation accompanying a 
model number indicates vehicle is spe- 
cifically designed for tractor use only. 


(1) Brockway—Five speed transmis- 
sions furnished optional at extra cost. 


(2) Chevrolet—Utility model with dual 
30x5 rear tires lists at $545. 


(3) Corbitt—Larger engines and cor- 
responding transmissions, clutches, axles 
etc., provided on all models of Corbitt 
trucks when type of service requires 
them. Wheelbases of tractor models de- 
pend upon types of cabs and trailers 
chosen Cab to Rear of Frame and Cab 
= oo Axle dimensions vary with such 
choice. 


(4) Day Elder—Model 75—1% ton— 
same specifications except price—$945, 
and larger tire size—B6.00/20 front and 
DB6.00/20 rear. 


(5) Dodge—F-61 available as special 


tractor truck with 146-inch wheelbase 
with model designation of F-60, at 


May, 1932 


truck with 146-inch wheelbase with 
model designation of G-80, at $5250. 


(6) General Motors—Gross vehicle 
weight indicated for each model in table 
is the Straight Rating (combined 
weight of chassis, body, equipment and 
payload) for which chassis is designed 
and guaranteed to satisfactorily operate 
under average conditions. The size of 
the tires used does not affect this 
Straight Rating, but to secure maxi- 
mum tire mileage it is suggested that 
the total gross weight be limited to a 
“recommended gross weight’’ for each 
tire equipment (type number) based on 
tire capacity and assuming nominal 
body allowance will result in payload 
range for each model as shown. Models 
T-15 to T-61 inclusive are also available 
for export only as coach chassis. Double 
a ee axles optional in Models T-45, 
T-51, T-61, T-83 and T-95 at extra cost. 
Trailing type axles available on Model 
T-95 at price deduction. 


(7) Grass Premier—Eight cylinder 
engines available on following models: 
45-6 with Lyc. GU at $2700 list; 55-6 
with Lyc. HF at $3355; 65-6 with Lyc. 
AEC at $4065; 35 T-6 with Lyc. GU at 
$1665; 45 T-6 with Lyc. HF at $3185. 


(8) International Harvester—A-2, 
1'4-ton, same as A-1 with more spring 
leaves. 


(9) LeMoon—Model 600 available 
with Lyc. AEC at same cost. Models 
701 and 801 available with Waukesha 
6SRL at same cost. 


(11) Pierce-Arrow—Prices not estab- 
lished by factory in time for publication. 
Prices assured for next issue. 


tReo—Models 1C and 1D are the longer 
wheelbase editions of Models 1A and 1B. 
The frame dimension of both is 7x234x 4. 


(12) White—The maximum ratings are 
for ideal operating conditions and the 
minimum for extremely difficult con- 
ditions; the ranges between are for 
varying operating conditions. Each 
model shown is furnished with different 
specifications for different ratings. 





MAKES—ALL 


AB—American Bosch. 
AL—Auto Lite. 


B—Bendix. 

BB—Borg & Beck. 
BE—Bendix front, Eaton rear. 
BL—Brown-Lipe. 
BO—Bendix front, Own rear. 
Bf—Bethlehem. 

Blo—Blood. 

Bu or Bud—Buda. 


C or Col—Columbia. 
CB—Columbia front, Bendix rear. 
Car—Carter. 

Ch—Chicago. 

Ci or Cla—Clark. 
Cle—Cleveland. 

Co—Covert (transmission). 
Co—Continental (governor). 
Con—Continental. 

Cot—Cotta Gear. 


DG—Detroit Gear and Machine. 
DR—Delco Remy. 


Eat—Eaton. 
Ei—Eisemann. 


Fe—Fedders. 
Fu—Fuller. 


Ge—Gemmer. 
GOo—G. « O. 


Ha—Handy (governor). 

Ha—Hannum (steering gear). 
HaS—American Car & Fdry. 
Her—Hercules. 

HS—Merchant & Evans (clutch). 
HS—American Car & Fdry. (governor). 


Jac—Saginaw. 
Jo—Jones. 


KP—Handy. 


L—Lockheed. 
eM cong Neville. 


o—Long 
15 Locinees front, Own rear. 
Lyc—Lycoming. 


Ma— Marvel. 

ME—Merchant & Evans. 

M M—Mechanics Mach. 

Mo—Modine (radiator). 
Mo—Monarch (governor). : 


NE—North East. 
No—Not supplied. 


O or Ow—Ow 
Op or Opt— Opt ional, 


Pe—Pierce (governor). 
Pe—Perfex (radiator). 
Pet—Peters. 
PeS—Peters and Spicer. 
PS—Peters & Snead. 


RB—Robt. Bosch. 
Ro—Rockford. 
Ros—Ross. 


S—Steeldraulic. 
Sal—Salisbury. 
Sc—Scintilla. 

Sch—W heeler-Schebler. 
She—Sheldon. 
Shu—Shuler. 
SpB—Spicer and Blood. 
Spi—Spicer. 
SpP—Spicer and Pick. 
Ste—Detroit Lubro. (carburetor). 
Ste or St—Sterling. 
Str—Stromberg. 


Ti—Tillotson. 
T or Tim—Timken. 
TO—Timken front, Own rear. 


WG—Warner Gear. 

Wa or War—Warner Corp. (steering 
gear) 

Wa—Waukesha (governor). 

Wau—Waukesha. 

W or Wis—Wisconsin. 

Wo—Wohlrab. 

Ws—Westinghouse. 


Yo—Young. 
Zen—Zenith 
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2/4—Two-wheel brakes effective on all 
four wheels through driveshaft. 
4—Four Wheels, front and rear. 
4r—Four Wheels, rear only. 

6—Six Nr front and rear. 
J—Jackshaft. 

P—Propeller shaft. 


Type 
I—Internal. 
X—External, 


Operation 

A—Alr. 

D—Hydraulle and mechanical. 
H—Hydraulic 

M— chanical 

V—Vacuum. 


BRAKES—HAND 
Location 


C—Center of double propeller shaft. 
2—Rear wheels 

4—Four wheels. 

R—Worm or — gearshaft. 
T—Transmission. 

F—Driveshaft. 


Type 


X—External. 


BRAKE DRUMS 
Material 


a—Cast alloy iron. 
—American Car Fdry. 
D—Dayton. 
E—Ermalite. 
G—Gunite. 
H—Hunt Spiller. 
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(Where a combination of any of the 
above is used, the first reference mark 
applies to the front and the second to 
the rear drums.) 


CLUTCH 


Type 
D—Miultiple disk. 
dp—Double plate. 
O—Plate in oil. 
P—Single plate. 


ENGINE 


Valve Arrangement 
H—In head. 

—‘‘L” head. 
T—"T" head. 


Camshaft Drive 


C—Chain. 
G—Gear. 


Piston Material 


A—Aluminum alloy. 
B—Semi-steel. 


on 
S—Aluminum alloy with strut. 


Main Bearings 
r—Rear main bearing. 


Oiling System 
CC—Pressure to main, connecting rod 
and camshaft beari 

FP—Pressure to ma ~ commenting rod, 
camshaft bearings and piston pins. 


FRAME 


Type 

I—“I"" Beam. 

C—Channel. 

T—Channel tapered front and rear. 
L—Channel reinforced with liner. 
B—Channel reinforced with both liner 
and fishplate. 

P—Channel reinforced with plate. 
TL—Channel tapered front and rear 
reinforced with liner. 


FUEL SYSTEM 


Fuel Feed 


—— pump. 
G—Gra 

pe pump 
P—Pressure. 
VvV—Vacuum. 


REAR AXLE 


Final Drive and Type 


B—Bevel. 

D—Dead. 

F—Full-floating. 

H—Hypoid. 

I—Internal Gear. 

2—Double Reduction. 
R—Relay—Pendulum Drive. 

> ak bevel. 

w/3—Worm or Double Reduction 


ing. 
—Three-quarter floating. 


Drive and Torque 


A—Radius Rods and Torque Arm, 
H—Hotchkiss. (springs) 


ENGINE DETAILS eet Lac vaonr BRAKES wo et tw SPRINGS 
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gH] E/E) <] de [SsEls] Ss | EES lS is 2) 8] 3 131 r 3] ze |el2i/§/2]}/2/2] § | § FF 
slaldSlel|z2| €@ I>lola| za;S/slo/sl2gi*@=iso| 5s |Z] 5 = 8) £€§ |Slalzijololsz! «@ ax |e 
11200]4. 7}126]24.0] 48-2500] L} C} A/3-2% | 5%|CC |Mo |Zen |M|IDR |DR|P.BB |Lo |Cle |Cla F212 Ge |L6IH 566/P |TX |123 | 644/34 |38x2% |40%x2K|N 
2/215|5. 11137|27.3 2600] L} C} A|7-2% 9H |CC |Mo /Zen |M/DR |DR |P.BB |Lo 2 e P /|TX /118 | 63%|34 |38x2% iiteotss N 
3/200/4. 7|126]24.0| 48-2500] L| C}] Aj3-2% | 5%|CC |Mo |Zen |M|IDR |DR |P_BB_ |Lo P |TX |123 | 644/34 |38x2% [4014x2%|N 
4|215]5. 11137/27.3 2 L| C] Al7-2% | 94#|CC |Mo |Zen |M|DR |DR |P.BB_  |Lo P |TX j118 | 6334/34 |38x24% 4034x214 N 
5|24815.0]150]27.3] 64-2 L| C} A|7-2% |10%|/CC |KP |Zen | V|IDR |DR |P.BB |Lo a |TI |158 | 84 40x2% |44x:! N 
61339|4 . 2/212|38.4] 80-2200] H] C] C|7-2%4 13% |FP |KP |Zen |M|DR |DR |P.BB_ |Lo a |TI |182 |102 |34 |42x2% [50x3% IN 
7167714. 4|460/60 . 0/125-2000| L] G| C]4-3%4 |11%|PC |Wa |Zen |M|INE INE |D.BL |Pe aD ee eee 4 |48x3% |........ N 
8|462]4. 5|300/45 . 9]102-2400] L} G] C|7-3 13%|PC |Wa |Zen |M|RB |NE |D.BL [Pe G |4M |/1 137 |36 424 %4|44x3 N 
9|331|4. 4]230]34. 7] 94-2 H]| G| Aj4-244 oh PC |Ha |Str |M|IDR D.Ow |Lo a |TD }161 |100%|34%|40x x4 
10/525]4. 5|380]48. 6}128-2100] H| C] A|7-2% |14#/FP |Ha |Str |M|IDR |DR |D_Ow |Lo a |TX |161 {100 |34%/50x3% /45x4 x 
11]/462]4 . 6]300|45. 9]100-2400] L} G] C|7-3 13%|PC |Wa |Str |M|AL |AL |D.Fu |Ow GN} eee Spe 4° |40x3 58x: % 
12/420]5 . 2|300]}45.0|135-3000] L] G] C|5-2%4 J11%|FP |..../Str |M|AL JAL |D:Fu |Ow “EL sl Spiel ale 4 x3 58x4 oye 
13/5494. 51335/48. 6|100—2 L| G] Cl4-314 |11%|PC |Wa |Str [MIAL JAL |D.Fu |Ow MS Sc oBeaace's 4 |40x3 58x4 % 
14|677]|4. 41460|60. 0]/125-2000] L} G] C/4-3%4 |11%|PC |Wa |Str |M/JAL |AL |D.Fu |Ow Sa) > eed Spee 34 x3 58x: 4 
15|381}4 . 61240/40. 8] 87-2500] L| G] C}7-254 |1244|PC |Wa |Zen |M|AL |AL |D:Fu |Ch 5|P |TX |Opt |Opt |34 |40%x3%/31x3 
16|462|4 . 6|300]45.9] 97-2000] L] G] C|7-3 13%|PC |Wa |Zen |M/AL |AL |D.Fu |Ch G |TX jOpt |Opt [34 |40%x3% 35 34x4 N 
17|462|4 . 6/300]45.9] 97-2000] L} G} Cj7-3 13%|PC |Wa |Zen |M|AL |AL |D.BL |Ch G |TX |Opt |Opt [36 x3 4 /66x: N 
18|677]4. 7|440|60 . 0}126—1850] L] G] Cj4-3% |10%)/PC |Wa |Zen |M|JAL |AL |D.BL G |TX |Opt |Opt |36 x: 4 66x4 N 
19|638/4 . 31410154. 1/126-1850] L] G} Cj4-3 10;%;|PC |Pe |Zen |M/|RB |DR |dp.BL |Yo G |TD }139 | 88%|38% al 4x 53x4 N 
20}282|5. 3|186]33.7| 90-2500] L} G]} A]7-24%4 |10|PC |No |Zen |M|AL |AL |P.BB |Yo G |TX |140 | 83 |34 |37x2% |44x4 N 
21)28215. 3186/33. 7 2 L| G] Al7-2%4 |10#2}PC |No |Zen |MJAL |AL |P.BB |Yo G |TX |140 34 137x2% «(/47x3 N 
2242814. 4/283|45.9| 94-2200] L} G} A|7-3 14 |CC |Ha |Str |MIAL |AL |P.BL_ |Yo G |CD |168 |101 |34% % 154x3 \% 
23/4281/4 . 41283/45.9] 94-2200] L] G| A|7-3 CC |Ha |Str |M/AL |AL |P.BL_ |Yo G |CD /168 {101 |34% 54x3 4 
241453|4.7|300/48.6] 98-2200] L} G} A|7-3 14 |CC |Ha |Zen |M|DR |DR |P.BL |Pe Si 8 eee eee 33 34 |42x3 56x4 
251501/4 . 91330] :8. 6|110—-2200| L} G} A|7-3 124%|CC |Ha |Zen |M|DR |DR|P.BL |Pe So 4 eed ioe 33% |42x3 56x4 3 
26/4 38/4. 41322] 43. 31125-2400] H] C] A]4-2%{ |10%:/FP |No |Zen |M|DR |DR |P.BL |Pe a SB ee seeem 33% |42x3 56x4 4 
638]4. 3]410154. 1]126-1850] L| G] C]4-3 vs|CC |Bu .|Zen |IM|DR |DR{P.BL |Pe no RS Bee 3 34 142x3 56x4 % 
28170714. 41506|60.0|170—2000] H| C] Al7-3% |11L4&|FP |HS |Zen |IM|IDR |DRIP_|BL |Pe RL 2 ae eee 3% |42x3 56x4 % 
29|707|4. 4|506|60 .0]170-2000} H| C] Al7-3%4 |114%|/FP |HS |Zen |M|DR |DR |P.BL |Pe ed 8 ees, ae 3% |42x3 56x4 % 
301411/4. 2/236]/40.0} 89-400} H} C] C|7-2%4 |13 |FP |No |Str | V/RB |DR|D.BL |Ow G |TD }i80 |120 |38 |44x3 60x4 % 
31142714. 2|267145.9}100-2600] H| C] C|7-2% FP |No |Str | V/IRB |DR|D.BL |Ow G |TD }180 |130 {38 /|44x3 60x4 y 
321638]4. 2|/340154.0]120-2400] H| C| C|7-2% |13%|FP |No |Str | VIRB |DR |D.BL |Ow G |TD |2 130 |38 /|44x3 60x4 % 
33/75415. 11510|76. 7/240-2900| H| C] C]4-345 |1 PC |No |Zen |M|DR |DR |dp.Lo |Ow A oO) ee See 34 144x3 None N 
34/420]5 . 21300|44. 4/130-2800| L}] G| C/5-2% |12%4/FP |Ha |Str |IMIDR |DR|D.Fu |Ch a |CD }|162 |108 |34 |39x2%4 |39x23%, |N 
351420]5. 2|300|44. 4/130-2 L| G] C|5-2% |12%|FP |Ha |Str IM|IDR |DR|D.Fu |Ch a |CD /162 |108 |34 |39x2% |46x3%, IN 
36|46214. 5|300/45.9| 98-2000] L} G| A|7-3 13%|PC |Wa |Str |M|AL D.Fu {Ch a |CD |162 |108 |34 |39x21%4 |46x3% IN 
37|46214, 5/3 5.9] 98-2000] L} G| A|7-3 13%|PC |Wa |Str |M|AL |DR|D.BL [Ch 966/a |CD /162 |108 {34 |48x3%4 [53x4 N 
38154914. 5|332/48 .6]100-2000] L} G] Al4-34%4 |113%/PC |Wa |Str |M/IAL |LN |D.BL [Ch 966)a |CD |162 |108 |34 |48x3}4 |53x4 N 
39167714. 6|460/60 .0|127—2000] L] G] Aj4-344 |1134|PC |Wa |Str |M/AL |LN |D.BL |Ch 792\a ICD |162 {108 |34 [48x34 |53x4 N 
401529|4 . 91350151. 2|112-2000] L} G| 8/7-3 14 |PC |Ha |Zen |M|DR |DR |D.BL |Pe ...j@ |ITD |198 [116 |33 |42x3 None N 
411525|4. 8135048 . 6|125-2300] L} G] C]4-34% |114%/PS |Ow |Str | VIRB |LN |P.OW |Ow a |FD |180 |109 |375¢/48x3%4 |52x4 % 
42|525|4. 81350/48 . 6]125-2300] L] G] Cj4-3%4 |114%/PS |Ow |Str | V/RB |LN |P.Ow |Ow 852la |FD |180 |109 |37° |48x3% x4 % 
43|706|4. 81427|60 .0}138-1 L}| G] 8/4-3% |114%/PS |Ow |Str | V|IRB |LN |P.Ow |Ow 60ja |FD |180 |109 [37 |48x3 2x4 % 
44|706|4 . 81427|60.0}138-1900] L| G] S|4-3%) |114/PS |Ow |Str | VIRB |LN |P.Ow |Ow 852/a |FD |180 |109 46 4x3 14|52x4 % 
45|501]4. 6|330]48 . 6]110-2200] L] G| A|7-3 1244|PC |Ha |Zen |M|DR|DR|P.Lo {Lo 940|D |CD |186% 118% |34 x 56x4 % 
46|611]4. 5|410/54. 1]130-2000] L} G| A|7-3%4 |16%%|PC |Ha |Str |M|DR P.Lo |Lo 940/D |TX |180 12 41x3 56x4 4 
47|779|4. 5|510|66. 1/170-1 L| G] A]7-3% |165s|PC |Ha |Str |M|DR |DR|P.Lo |Lo 40/D |TX }18044]112%/34 |41x3 56x4 04 
48/411]4. 5|/270/40.8] 83-2100] L] G] C/4-2% |12H/FP |Bu |Zen | VJAL |AL |D.Fu 7441P |FX |216 |12634|34 |42x2% |58x3 4 
49|489]4 . 5]295/43.4] 90-2000] L] G] C|4-31%4 |1144|CC |Ha |Zen |M|DR |DR |D.Ow |Mo 792\s ICD |Opt |Opt |34 |48x3 x34 
50|549|4 . 5|330/48.6] 99-2000] L} G] C]4-3%4 |11%|CC |Ha |Zen |M|DR |DR |D.Ow |Mo 792\s |CD |Opt |Opt |34 /48x3 60x34 |N 
51|677|4. 4|440/60.0]}125-2000] L| G} A/4-344 |11%|CC |Ha |Zen |M|DR |DR |D.Ow |Mo 792/s ° |CD |Opt |Opt |34 /48x3 ppd N 
52|39614 . 9|250/38 . 4|100-2100] H| C] S|7-2% |13\%|FP |Ow |Zen |M|DR |DR |P.Ow |Ow |: 514la |CI |19474|109%|34 3 |42x3 51 4x N 
53/519|4 01333145. 9}118-2100] H| C] S|7-3 154|FP |Ow |Zen | E|LN |LN |dp.Ow |Ow |Spi {Own 12D Ros |Ws6IA |833]a |CI |19434|10934|34 4 |42x3 42x N 
4\519]4.0}333|45. 91118-2100] H]} C| S}7-3 154|FP |Ow |Zen | EJLN |LN |dp.Ow |Ow |Spi |Own 12D Ros |Ws6IA (|833]a |CI |194%4|10934|34 4/42 42x4 N 
BRAKES SERVICE c—Cast iron. PC—Pressure to mains and connecting R—Radius Rods, 
f—Forged steel. rod bearings. T—Torque Arm. 
L +i Pressed steel. PG—Punmp, gravity be ‘oe U—Torque Tube. 
ocaTtion Pressed steel. PS—Pressure with s —_ 
2—Two Wheels, rear only. s—Cast steel. $P—Circulating with splash. 


SPRINGS 
Auxiliary Type 
| ope above or below main 


i Guarter elliptic, 
a ag spring. 


S—Oniional. 


TIRES 


B—Balloo: 

DB—_Dual } Balloo 
P—H Pressure  Paceme tics. 

D P— 2 High Pressure Pneumatics, 

S—Solids. 


DS—Dual Solids. 
—Pneumatics at extra cost. 


TRANSMISSION 


Location 
A—Amidships. 


J—Unit with j jackshaft. 
U—Unit with coe. 


No—Not furnish 
Op—Optional. 





Auxiliary Location 


* No—Not furnished. 
Op—Optional at extra cost. 
A—Amidships. 
R—Rear of amidships main transmission. 
U—Unit with engine. 


WHEELS DRIVEN 


2C—Center pair of rear wheels. 
2R—Rear pair of rear wheels. 
4F—Front od center pair ofrear wheels. 
4R—Four rear wheels. 
6—Six wheels. 
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THe NEW 3 Tor 


SIX WHEELER 


IS ONLY 


4-cylinder single drive $1050; 4-cylinder dual drive $1350; 6-cylinder single drive $1150; 6-cylinder dual drive $1450; chassis f. 0. b. Detroit 


You can offer this big, powerful 3 ton six wheeler at the price of most 12 ton 
trucks. It’s strictly non-competitive. There’s no other six wheeler anywhere 
near it in price. Will it sell in your territory? Answer that by asking if 
haulers are interested in cutting their haulage costs in half. Besides, look 
at these points : ALL-TRUCK construction throughout—large hydraulic brakes 
on all six wheels—double rear springs—many other patented and exclu- 
sive features never before available in a truck of this price. Here’s a genu- 
ine sales opportunity. Write for details on Federal franchise proposition. 


NEW 1: ron Fenera G ar °695 
is Auso Far Ancan in VALuE 


Standard 130° W. B. Chassis F. O. B. Detroit, 4-Cylinder Chassis furnished at lower price of $670 


Chassis weight 3225 Ibs. and every pound correctly distributed. This _ from end to end. Other Federal models up to 7% tons just as outstand- 
means long-lived, economical performance. Features include72H.P. ingin value. With a complete line and the right truck for every need 
motor—full-floating rear axle—4-wheel hydraulic brakes. Arealtruck | and pocketbook, Federal offers you exceptional sales opportunities. 


FEDERAL MoTOoR TRUCK Co., DETROIT, MICH. 


May, 1932 The Commercial Car Journal 


Trucks a 
Prices $ 
hed bo 
ailer Vall 
trailers: 


> UPwar 





